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Now from Eastern Auto: 


CONTINENTAL KITS AT ALMOST HALF 
OF CAR DEALER PRICES! 


IG CO. + 


! 
‘ 


GENUINE NEW $4850 
LUXURY KIT complete 


Here's a brand new genuine, complete 
Continental Kit to turn your standard- 
design car into an exciting continen- 
tal “custom’’— at the lowest prices 


ever! 

NO HOLES TO DRILL IN TRUNK LID 
OR FRAME! Uses existing holes, braces 
to frame. Tire carrier assembly is 
factory pre-assembled 

“TIP-TOE” LEVER —tilts tire back 
without effort. Not a ‘‘falsie’’ kit! 
All parts are included: splash pan 
bumper extension brackets, all-metal 
tire cover, tire carrier assembly 
everything but the emblem. PRIME 
COATED 
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YOUR CHOICE OF SOLID 

DRUM OR OPEN FACE PLATE 

1 -55 B 1955 Please specify. Also specify 

1953-55 > 1955 $ 50 make, model, year; tire size 

1955 1954-55 5 and if tubeless. Chrome tire 
1953-54 Pont. 1955 ring, $10 extra 


Stolen fro! 


952-5 


» PETERSEN : 


-~ 


EQUAL SAVINGS ON THESE 
CUSTOM “OPEN-FACE” KITS! 


Continental Kit 
for Christmas! 


the biggest gift-surprise idea 
Genuine, original continental styling with f the year for every car owner! 
distinctive open-face plate. Tire tilts Overwhelm that special some 
back to open trunk. Minimum drilling one for just half of regular 
required. Complete with splash pan, all- dealer prices! 
metal tire cover, bumper extension 
brackets, tire carrier. 
FORD 1949-54 
CHEVROLET 1949-54 
MERCURY 1954 
MERCURY 1952-53 
LINCOLN 1954 
LINCOLN 1952-53 
BUICK 1954 
Chrome tire ring, $10 extra. Specify 
make, model, year; tire size and if tube- 


less. Write for information on cars not 
listed 


NEW! ILLUSTRATED CATALOG OF ACCESSORIES, EQUIPMENT 
Jam-packed with hot new items not available in accessory stores. New low 
prices! Push-button door and trunk kits, power windows, brand new custom 
ideas. Speed equipment, dual exhaust and header kits, etc. 

Free with order — or send just 25¢ for handling and mailing. 





CUSTOM GRILLE 
& HOOD KIT 


For 1949-50 
Ford. Kit con- 


without remov- 
ing present 
molding. 


ONLY $7.95 


PUSH-BUTTON WINDOW LIFTS 


Genuine TRICO units for 2 
windows. Lifts, switches, all 

rts. Ford ‘35-55; Merc. '39- 
5 (Specify). . $39.95 set 


Styled after the '55 Olds Fiesta 
discs — at a -_"s of the 
cost. 3 flash 
biade fins. oe triple- 
ey oe its any 15” | 
wheel 


WHITEWALLS 
KOLORWALLS 


l-piece genu- 
ine rubb 
Cone per- 


nent! 
15” or 16” tire. Choice. of 
reen. Kit of 4 
for Sth). 4 
Rolorwatis’ sites for Sth). 


yellow, blue, sh'ss" 


propellor- 


set of 4 | 6”x 9” 


NEW! “ROUND THE WORLD”, 
CAR PLAQUES 
Brand new custom idea! 
Authentic club-type plaques 
featuring the glamour and 
intrigue of the world’s 
most pee places. Raised lettering a 
thick cast aluminum; brightly polished. 
Order by number: (1) SINNERS; (2) ROD BENDERS, 
es Free a (3) eo 
B 


rt (10) S 
WLY $3.78 en each! 


CADDY 
HEADLIGHT 
RIMS 


7 j Brilliant heavy 
chrome. Replaces 

| old rims on 

Finished in ‘_ "49-52; Cad. 

steel. Chev. ‘42-54; Dodge 


FORD °54-55 2.95 pr. | Ford 
CHEV. '37- 7-5-6 cyl. . | age 


"55 12.95 pr. 
MERC. ‘54-55 12.95 pr. 


"CHROME VALVE COVERS 


For shimmering engine beauty! 
heavy 


chrome on 


BERMUDA 
BELL — 
2 TONES! 


3-WAY REAR-SEAT SPEAKER 


Tunes for front or rear — or 
both together. Complete with 
3-way switch, all fittings. Easy 
installation. 

ox 7” 


Want attention? Just step on 
the magic plunger and you've 
got it — with a laugh! Instalis 
easily under floor board. Fits 


DUAL AERIAL KITS 
for all cars 


1. Two 3-section aerials (not 
“dummies”; they work). 13” 
high collapsed, complete 
or with dual 15’ lead. $7.95 pr. 
° 2. Dual Hideaways — collapse to 642”; complete with 
dual 15’ lead. They w $12.50 pr. 
3. “Dummy” Aerials — 442” high . $2.95 pr. 


CUSTOM ACCESSORIES VALUES FOR de TEaes 


3319 RC-1 SO. GRAND AVENUE 


los Angeles, California 


Calif. residents a 3% ta tax 
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FEATURES. SPECIAL REPORTS 


Author John Christy turns his Mercy, It’s The Mercedeuvce . . . . . Ti 


talent and knowledge to yet nae SG te Garraeene. 
; , Great Bend. . . os 68 0 +. are 
another engine. Here is the Biggest drag meet 30 Ault 
rundown on a DeSoto. FIRE Favor For A Friend . . ee 
FOR THE FIREDOME . . 16 A custom — from start to finish. 
Campbell And The Bluebird. . . . . 60 


Roger Huntington reveals What happened at Lake Mead. 
some of the interesting facts 


RODS AND CUSTOMS 
about aerodynamics. Strictly 


as | alt W's the French’s FourDoor. . . . . =. . +. 2 

or G-wilers, it's the dope A chopped Plymouth. 

me... 8B ....- a 9 Men, 6 Wheels And 3 Days. . . . 38 
A real rare rod. 

Popularity of engine swap- § Arizona Icebox. . o> aoa 

ping cannot be denied. This — From the hottest part of the U. a. 

is another R & C transplant, Dune Bugs From The East . . . . . S58 


with full details and photos. Challenge for the West? 


TEACHER'S PET... .. 28 





REGULAR DEPARTMENTS 
Editorially Speaking . . . . ... 6 
ee ae oe ae 8 
4 a 6 .« +6 6 >< Se Gee 
Out Of The 48... ° «= ‘a's 
Reader's Car Of The Month . c. « ‘ete 
GChelety’s Coomer 2. 1 lt tlt le tlh ee 


Wondering where to get some 
welding done? Before buying Ss 
an expensive welding outfit, ae 
take a glance at this . 

SHOP REPORT ..... 4400 








ABOUT THE COVER 


Artist Joe Henning, at the request of many readers of our June issue, has completed the design of 
the Mercedeuce. Shown in full color on our cover, a complete rundown of the car, including how to 
build it, begins on page 11. Next issue will sum up the 2-part series. 


ROD and CUSTOM is published monthly by Quinn Publications, Inc., 5959° Hollywood 
Blvd., Los Angeles 28, Calif. Entered as second-class matter at the post office at Los Angeles, 
California, under the Act of March 3, 1897. Reprinting*in whole or part forbidden except by 
permission of the publishers. Copyright 1955 by Quinn Publications, Inc. 


SUBSCRIPTION PRICE $3.00 per year throughout the world. Single copy 25 cents. 


ADVERTISING: Advertising Manager — Marvin Patchen, 5959 Hollywood Blvd., Los 
Angeles 28, Calif. Eastern Advertising: David P. Riker, 118 East 40th St., N.Y.C. Midwest 
Advertising: Douglas Galbraith, 1514 Book Bldg., Detroit 26, Mich. 
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DOLL-UP TIME! Change black tires to 
whitewalls or color in minutes, this easy, 
inexpensive way! Super strength bond- 
ing permanently welds pure latex circles 
to tire walls. Complete with application 
kit. White sidewalls, set of 4, $9.95; set 
of 5, $11.95. Add $2.00 per set for color- 
walls in pink, yellow, blue or green. 
Specify wheel size and color.Item 1. 








HOW HICH THE HILL . . . how deep 
the valley? Are you approaching sea level 
. « what's the weather going to be? 
Genuine Taylor Auto-Altimeter (similar 
to airplane altimeters) gives all the an- 
swers. Accurately determines elevation 
and atmospheric conditions. Easy to in- 
stall, adjustable. 5,000-foot dial, $9.95; 

10,000-foot dial, $10.95. Item 2. Ppd. 





HOLES FOR AiR-FLOW 
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CET TWO MORE MPG! Gane Air-Jet 
Needle replaces stock idling screw, feeds 
engine proper gas-air mixture. Smoother 
idle! Stops “overloading” with raw gas, 
carbon build-up. The only needle with 
filter cap to keep dirt out. Install in 3 
minutes. Specify make \carburetor (2 
needed for dual throat). $1.50 each. 

Item 4. Ppd. 


‘SS POWER FOR YOUR OLDER CAR! 
“Power-Thin” Gasket (as used on many 
"SSs) gives surging power, gas economy! 
Equals milling head approx. .060". Boosts 

compression up to 17%! Guaranteed 
Blow-Out proof. Install it yourself . . 

fits perfectly. Avail. for all cars. Solid 
Copper, $6.75. Solid Aluminum, $3.95. 

















HANDY TO HAVE! 10-piece socket set 
containing most wanted auto and shop 
tools. Eight sockets, from ge” to Ae” 
by 32's, plus ball-grip flex handle and 
extension. The size you need when you 
need it! Carry in your car for any emer- 
gency . . . comes in sturdy carrying case. 
Complete 10-piece tool set, amazing bar- 
gein at only $1.95. Item 7. Ppd 





WHAT ARE YOUR CHANCES of living 
through « smash-up? Get protection with 
Approved Safety Belts . . they may 
save your life . . don’t trust cheap 
unapproved types. Ours test 3000 ibs.— 
strong polished buckle, glossy H. D. ny- 
lon webbing. Comfortable, adjustable. In- 
stall them yourself . . . easy! Blue, ma- 
Troon, grey, green. $8.95. Item 8. Ppd. 








IMPROVED-LIFETIME ELEMENT fits 
ell oil Glters! Protects engine—saves 
money. Ends replacement costs forever. 
Strongest, largest, most efficient built . . . 
avoid cheap, thin-walled imitations. 10 
Year Guarantee. Acid Neutralizer in- 
cluded. “By-Pass” model, $6.95. Com- 
plete Filter (with housing), 


$12.95. 
“Full-Flow” $11.95. Item 3. Ppd. 





POROUS BRONZE GASOLINE FILTER 
prevents “gumming-up.” Keeps carbure- 
tor perfectly tuned! Porous bronze ele- 
ment “‘screens-out™ all gums, tars, mois- 
tere from gasoline, prevents . 
Better vaporization . . . enjoy extra mile- 
age, power and pickup. No moving parts, 
laste forever. Fits all care—easy to in- 
stall. Now only $2.95. Item 6. Ppd. 





TIRES GO STRAIGHT when you install 
Micro-Lok Spindle Nuts! 62-Point Micro- 
metric head holds front wheels in 10 
times more precise alignment. Stops 
“Snaketracking,” assures safe, controlled 
steering. Tires last 5,000 miles longer— 
saves bearings, brakes! Easy to install. 
Insist on Micro-Lok — safe — hardened 
steel. $2.95 per car. Item 























. ORDER BY MAIL TODAY! Satisfaction guar- ; 
' anteed or money beck! Send currency, ‘ 
e Lhb shit check or money order and we pay t- 3 
' OTIVE INDUSTRIES ege yy in i. yore on ss 
3 others f.2. 
20% deposit required en C.0.D.'s (Ne | 
' €.0.D. evtside U.S.A.). Cal resi- | 
: 5005 E. Beverly Bivd., Dept. 437 Les Angeles 22, Calif. dad 3% Tex. 1 
H Please rush items circled:123456789 Giant Catalog sent FREE with order! ; 
; My car is. Yeoar____Model No. Cyl__.__ $ ; 
: Name Full Price Enclosed. ' 
: Addr $ H 
a City Zone____State 20% Deposit. Send C.0.D. + 
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T IS always with a certain awe, even rev- 
erence, that we listen to tales of the Mer- 
cedes and Auto Union racing victories during 
the Grand Prix era between 1934 and 1939. 
Like as not, most of these stories have been 
greatly exaggerated having been passed along 
by word of mouth for the intervening years. 
However, suffice it to say that these racing 
teams have been recognized as having built 
the finest racing cars that the world has ever 
seen — and _ it is unlikely that such specimens 
of automotive perfection will ever roll again. 
What has all of this to do with us? Plenty. 
Though the factories and teams of men re- 
sponsible for these cars were tremendously 
secretive about their work, enough knowledge 
of construction methods have been made 
available so let's take a brief look. 
International racing’s governing body set 
down, in 1933, a “formula” for Grand Prix 
auto racing designed to keep all contestants 
within the same general class as far as car 
weight and physical size were concerned, This 
was to keep cars capable of producing liter- 
ally hundreds of horsepower from competing 
against smaller cars. As it worked out, the 
formula set down certain body and chassis 
limitations (much as classes are determined 
today at drag racing or for a Bonneville meet) 
and, oddly enough, a maximum car weight 
which could not be exceeded. Engine size 
was not considered of great importance since 
the officials thought that by limiting car 
weight, the engine size would be pretty well 
limited. In order to produce horsepower, en- 
gine weight must be sufficient to withstand 
the strain. Increase the hp output, and total 
weight of the block and accessories should 
be increased proportionately. It was felt, then, 
that with a maximum weight limit, speed 
would be maintained at around 150 mph. 
Here’s where the rub came in. The several 
makes of cars which competed in the Grand 
Prix events were designed and built by metal- 
lurgists, aerodynamiscists, engineers and chem- 
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SPEAKING 


ists. Combining these talents with an unlim- 
ited amount of money, the cars built for the 
successive years had more and more horse- 
power. Utter and complete finality was reached 
with the 1937 Type C Auto Union which 
produced nearly 700 horsepower — the car 
weighing not over 1700 lbs., less tham the 
weight of the average street roadster of today! 


In 1938 nearly all the competing cars on 
both the Mercedes and Auto Union team cars 
produced between 480 and 600 horsepower 
— from engines not much larger in displace- 
ment than today’s Chrysler or Cadillac V8’s! 


Yes, you might say, but look how the 
Americans have succeeded in raising acceler- 
ation records to the 150 mph mark (for the 
standing quarter mile) and are continuing to 
boost this mark. Actuallyg the Germans could 
have closely approximated this rate of accel- 
eration in cars built twenty years ago — with 
the additional advantage of having these 
same cars being able to corner, brake and 
perform in general in a better fashion than 
we can ever imagine. I'm afraid our fastest 
dragsters today would have been the laughing 
stock of Europe back in 1938. 


Grand Prix car builders recognized the 
drawbacks of excess weight — some cars were 
run unpainted since the builders felt that the 
weight of the paint would reduce the power/ 
weight ratio! Where a particular course did 
not place the demand on brakes as did an- 
other circuit, smaller brakes were used in the 
weight reducing struggle, this time to better 
the sprung-unspfung weight ratio. 


And so it goes. Even though all this and 
much more information is readily available to 
anyone seriously interested, why is it we con- 
tinue producing competition cars (hot rods, 
if you choose) whose characteristics are just 
the opposite from what the Germans have 
proved to be ideal? Seems to us that we have 
a lesson to learn and it’s about time we started 
learning it. s.m. 
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FORD SPEED MANUAL 
Newly revised Ford Speed Manvol 
with 90 charts, photos, drawings. Al! 
about hot rods, late cars and speed 
tuning the V8, Ford Six and A and B 
Models. Also tune-up section on Mer- 
cury and Lincoln cars. Postpaid, $2.00 


HOW TO HOP UP 

FORD AND MERCURY 

This excellent book tells all about 
souping and speed tuning Ford and 
Mercury V8 engines by Huntington. 
Over 120 outhentic drafts, charts, 
photos. Tells how to get the most for 
your money in speed equipment and 
discusses short-cuts to increase power 
output. Postpaid $2.00 


1955 CHEVROLET OWNER'S 
HANDBOOK 


Newly revised edition just off the 
press covers all Chevrolet Six and new 
V8 engines, including Powerglide 
transmission. This book by Elfrink is o 
complete service manual thot every 
Chevrolet owner should own. Full de 
tails about overhau! jobs and how to 
do them ond technical tips for the 
mechonic, and volvable advice for the 
ordinary owner. Postpaid $2.00 


THE MODERN CHASSIS 


All about world-famous suspensions, 
chassis design, brakes, etc., 160 charts 
and drawings $2.00 


SOUPING THE STOCK ENGINE 
192 pages . . . all about speed tuning 
stock cors for rood or track $2.00 


FLOYD CLYMER 
Dept. 1-RC 


1268 S$. Alvarado 
Los Angeles 6, Calif. 


and V8-60 models. 
will find this 


and drawings 




















1955 EDITION FORD 


OWNER’S HANDBOOK 


This newly revised handbook by Technical Editor 
Elfrink covers 


servicing of all model V8 Fords 
to 1955, including OHV engines and 
transmissions. Also includes all 6- 
Every Ford owner 
latest book on Ford maintenance 
informative and authentic. 275 charts 
224 poges. Priced low at $2.00. 


HOW TO HOP UP 

CHEVROLET AND GMC ENGINES 
Tells all about souping ond speed tun- 
ing the Chevrolet Six and GMC. Hints 
and tips that will help every private 
owner, as well as the speed. tuner 
Postpaid $2.00 


PLYMOUTH OWNER’'S HANDBOOK 


OFFICIAL YEARBOOK 





The famous book thet gives ol! facts 
about the Memorial Day 500-mite Race 
ot the indi . Floyd 
Clymer's 1955 yearbook offers in 112 
pages authentic and complete details 
about drivers, cars, results and prize 
winnings — from the first qualifications 
up to the final dey. More thon 350 
excellent and thrilling photos.of the 
drivers and their cars in gorage orea, 
in pits, and in action at speed, to- 
gether with inside facts by noted race 
writers. Includes an enlarged techni- 
cal section which in text and pictures 
describes new technical features and 
specifications. A new INDIANAPOLIS 
RACE annual which covers everything 
for every true race fon, 





Postpaid $1.50 
Deluxe Edition, Fabrikoid 

binding $3.00 
MOTOR SCRAPBOOK NO. & 
Newest of Historical Scrapbooks, con- 
tains over 400 photos, charts, drow- 


ings and jokes about long-forgotten, 
odd, and humorous mokes of cars. 
Read about, and see, such rare makes 
as Commonwealth, Chicago, Baldner, 
Dorracq, Orio, Royal, Eagle, Contono, 
Windsor, Pope-Tribune, Duryea, Geor- 
less, Wol'e, Ricketts, Acme, Lewis, 
Lad'’s car, Comet, Tulsa, Handley, 
Piedmont, Wills St. Claire, Constenti- 
nesco, other famous cars — Jack Demp- 


sey's Kissell, Harry Truman's Stafford, 
Pres. Eisenhower in R & L Electric. 
See the freakish Pneumobile with 


pneumatic springing, evolution of the 
streamline body. 1909 Cor Buyer's 
Guide. Postpaid $2.00 








SEND FOR FREZ MOTORBOOK CATALOG 


FLOYD CLYMER, Dept. 1-RC 
1268 $. Alvarado, LA. 6, Calif. 


NAME___ 
ADDRESS_ 
CITY & STATE 
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HENRY’S 


$595 
WONDERFUL ¥ 
MODEL “T” 


Clymer's new book, published by 
McGraw-Hill, contains a complete his- 
tory of Henry Ford's Model T from 
1908 to 1927 inc. This beautifully 
bound gift album of Model T mem- 
ories contains 500 illustrations and 220 
pages. Photos of Model Ts never be- 
fore published. Includes o section on 
engine numbers, photos of ports, 
mode! changes, ond dozens of dio- 
groms, many songs, jokes, cortoons of 
the Model T, offectionately known as 
the fliwer ialoovy and Tin Lizzie 


ee ee ee ee ee ee ee 





Read Clymer's Test Reports on new cars monthly in Popular Mechanics Magazine. 
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BUILD A 
GLASS FIBER 
BODY THE 
EASY WAY 


You can benefit 


from expert know-how; 
Avoid the pitfalls of trial-and-error. 


Step-by- 
® y.\ tS io step photos 
FIBER 








lead you 


AUTO BODY 
CONSTRUCTION 
SIMPLIFIED 


BOAT BUILDERS — You'll find your answers here, 
tool 


All new . . . Comprehensive, complete, 1956 
edition . . . Lotest findings . . . Streamlined 
technique. 


Send for GLASS FIBER SIMPLIFIED and 
you'll be on your way to a prize-winning 
body. 

Your copy will be shipped in a corrugated carton 
the day your order is received. $3 postpaid. 
(Please, no C.O.D.s—Guaranteed greot, or your 
money back) 

Simply print your name and address clearly in 
‘the margin, clip this od to your remittonce, and 
mail them to: Post Publications, Box 897, 
Arcadia 16, California. 


BOTH AMATEURS AND PROFESSION. 
ALS HAVE DECLARED THIS BOOK TO 


BE THE AUTHORITATIVE REFERENCE 
ON THE SUBJECT. 














TEMES 


THREE CHEERS 


R & C’s article on the installation of 
Chevy's TurboFire V8 into an older Chevro- 
let is by far the most complete, accurate and 
thorough story I've ever read on an engine 
installation. Let's have more like it. Can't 
wait for the next issue! 
Tom Tildney 
© Neither can we. 


Astoria, LI. 


2 FOR PRICE OF ONE 


R & C is far and away the best mag in its 
field! It's so loaded with interesting stories 
and photos of cars that it doesn’t seem un- 
reasonable to ask why you don’t put out an 
issue twice a month. 


G. F. Harkney St. Louis, Mo. 


R & C could improve if you fellas wanted 
it to. Instead of putting out an issue each 
month filled with only a few really good 
articles and a lot of stuff no one is interested 
in, why not save up the good things and put 
out an edition every other month. O.K.? 
Bill Johansen Chicago, Ill. 


© In view of the above letters, we're going 
to compromise and put out an issue once a 
month. 

DEUCE FAN 


I was very interested in your June ‘55 
issue containing the past, present and future 
of the °32 Ford. I’m a loyal fan of the °32 
and suggest you have another issue based on 
this old, but good, Ford-built classic. 

John Seligman West L. A., Calif. 
© If you leaf through this issue you'll find a 
number of things that should keep all Deuce 
fans happy. Take, for instance, the fabulous 
Mercedeuce which starts a 2-issue run on 
page 11. 

FORD PARTS 


I'm in the midst of rebuiiding a '40 Ford 
and need the rubber moldings for the 2-piece 
rear window. Ford dealers around here can't 
supply them, do you know where I might 
get them? 
Wayne Hendricks Box 474, 


Lawrenceville, Virginia 
© No, but maybe a reader can help you. 
ROD AND CUSTOM, JANUARY, 1956 











Right 
Allison 
truck. 


I re 
your C 
ties of 
view © 
size), | 
engine 
Interne 
be the 

This 
oppose 
a thin 
places 
hp at 

Wit 
power 
In ad 
enougt 
respira 
horsep 

Of 
pensiv 
Roger 


e Ye. 
parts « 
parts } 
as the: 
are no 
V8. Ti 
top st 
fact, « 
heavie 
ler we: 
missio' 
the Ci 
sheer 
good . 


ROD 4 
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You mentioned, in your Sept. issue, some- 
thing about the possibilities of using other 
than T roadster bodies for street machines. 

Why not speak to Messrs. Henning & Ritch 
about the favorite old T “tub’— they look 
real great when converted to modern require- 
ments. Have seen several and they beat the 
too-common roadster type all to pieces. 
Bob Vance Atlanta, Ga. 


@ We'll speak to them when they return. 
Right now they're out checking to see if an 
Allison aircraft mill will fit in a T delivery 
truck. 

REO v8 

I read with great interest the article in 
your October issue concerning the possibili- 
ties of the Reo V8 Gold Comet engine. In 
view of its disadvantages (great weight and 
size), I would suggest the use of an aircraft 
engine for use in an attempt to better an 
International record. Such an engine might 
be the Continental O-470-B. 

This engine is an air cooled, horizontally 
opposed, 6 cylinder job which would permit 
a thin, streamlined body. The engine dis- 
places 471. cubic inches and produces 240 
hp at 2600 rpm. 

With suitable modifications, this horse- 
power could be almost doubled at 5,000 rpm. 
In addition, the engine should be beefy 
enough to take about 15 psi of “artificial 
respiration”. I would estimate a maximum 
horsepower of 900 on the blown variation. 

Of course, these aircraft engines are ex- 
pensive. 

Roger Gordon New York City, N.Y. 


@ Yes, very expensive—and replacement 
parts are hard to come by. By comparison, 
parts for the Reo V8 are available as easily 
as they are for any modern engine and they 
are no more expensive than any comparable 
V8. The Reo is heavy, true, but weight affects 
top speed runs very little. As a matter of 
fact, at 1110 lbs., it’s only about 30 lbs. 
heavier than a Chrysler. (However, this Chrys- 
ler weight includes the heavy automatic trans- 
mission while the Reo does not.) At any rate, 
the Continental would outstrip the Reo for 
sheer size which, as you say, would permit 
good streamlining. 

(cont.) 
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AUTOMOTIVE 
ACCESSORIES 


AUTO 
PARTS 


and 
Accessories 


Saves} You #5 50% 


Get your FREE copy now . . . this is the 
only complete buying guide to every- 
thing you need for your car, truck, cus- 
ey styled car or hot rod. You'll save up 
ay! buying-by-maii from Whitney! 
Choose pnt usands of hard-to-find items . 
new and replacement equipment for cars from 








1920 to 1956 See newest accessories 
not offered in stores; high and power parts, 
. all at lowest prices! 


custom styling equipment. . 
Guaranteed satisfaction or money back. Fast 
shipment. Mail 
coupon for free 





JUST A FEW OF THE Shoes ITEMS 
USTED IN THIS BIG NEW CATALOG 











which will be credited to me 


Name 





Address. 





City. State......... 

















NOW you can 
make a car 
like this... 





by CUSTOMIZING it 
yourself, at home, 
with TAP* RESIN 

and FIBERGLASS KITS! 


WITH TAPKITS you can dechrome your auto 
the first Saturday ... hood your headlights 
the next . . . add fins to your fenders . . . put 
an air scoop on your hood . . . and in a 
month the style of your “Va Va Va Voom” 
will match its horsepower! 

TAPKITS are job-tested ‘“glassing’”’ kits con- 
taining TAP EPOXY RESIN—the sensational 
new, air-drying plastic that bonds to metal 
like a weld job—and hardener, fiberglass and 
step-by-step photo instructions. With these 
materials even an amateur can repair and cus- 
tomize auto bodies professionally! Perfect for 
patching rust holes and tears and for filling up 
dents and crushed-in areas in any metal sur- 
face. Available in any quantity as well as in 
kits. Write for bulk prices. 


FULL SATISFACTION OR MONEY BACK! 


“Taylor &Art, Inc.,Plastics 
Dept. RC-1, 1710 E. 12th St., Oakland 6, Calif. 


(J Check, cash or money order enclosed. Ship 
immediately by return mail on moneyback 
xuarantee: 
(J TAPKIT #1 (covers 750 sq. in. in two 
layers) at $5.45 ppd. 
CF) TAPKIT # 2 (covers 1500 sq. in. in two 
layers) at $10.55 ppd. 
DCJTAP “GLASSING” MANUAL (How-to- 
do-it book on building and repairing auto 
bodies and boats at $1.00) ppd. 


(J) RUSH more information at no obligation. 





| 
| 


| 
| 


| 
| 


Anonymous 


LETTERS 


(continued) 
THE ROADSTER 


Couldn’t you make a vast difference in the 
price of The Roadster by building a Fibre- 
glass body instead of converting an existing 
body or hammering one out of aluminum? 
Lompoc, Calif. 
@ Probably. From what we've been able to 
learn from various fibreglass body builders in 
this area, the cost would jump to $2.00 a 
pound instead of the $1.00 as planned. How- 
ever, it just may be that someone may soon 
offer various portions of the body as designed 
by Joe Henning (for instance, the grille shell, 
tail section, etc.) if there are enough calls for 
them. How about it — anyone interested? 








Help ! 


Magazine readers have a habit of skip- 
ping an issue or two of their favorite pub- 
lication, then ordering later when they 
realize they've missed something in which 
they're interested. Such is the case with 
many of R & C’s readers who happen 
upon, say, Part II of an article then learn 
that they do not have Part I. 


At present our back issue department is 
busy taking stock of what's available in 
the way of past editions and this informa- 
tion will be passed along in the near 
future so readers interested in keeping 
their files up to date may do so. However, 
it has recently become painfully apparent 
that one of our office copies has disap- 
peared and cannot be replaced since our 
backlog of this edition is totally depleted. 
In order that we may have a complete 
selection of our previous editions, we are 
appealing to readers who may have dupli- 
cate copies of the missing issue. If you 
have, or know someone who has, an extra 
copy of the August 1953 issue, please con- 
tact us at 5959 Hollywood Blvd., Los 
Angeles 28, Calif. Don’t send the copies 
right away, just drop us a card stating the 
condition of the copy (or copies) and we 
will answer by return mail. The readers 
whose offered copy is accepted will be 
rewarded with a two years’ subscription to 
R & C. Fair enough? 














(cont. page 59) 
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BUILDING A DUAL PURPOSE SEDAN 


By Henning and Ritch 


r 


With a world-wide shortage of usable '32 Ford roadster and coupe bodies, Henning & Ritch 


reveal the inherent possibilities of the 4-door. 


Recipe: Take one 1932 Ford and dis- 
assemble it completely. 

Having got this far, you can take a breather 
while we discuss what comes next. The stock 
106” wheelbase is just about right for a per- 
sonal car or light sedan, so our main prob- 
lems will be of weight distribution and center 
of gravity location. Suspension, too, must be 
tackled and a decision made on the type of 
performance we expect from the finished prod- 
uct... the condition of our bank balance will 
play a large part in helping us come to these 
conclusions, no doubt, so let us consider the 
Mercedeuce from two aspects... the limited 
and the unlimited categories. 

In the former department, we will make-do 
wherever possible, in the latter, let's go hog 
wild and get the things which would be stock 
equipment on a dream car. 

In our original article on this go-toy, we 
mentioned the dropped front axle combined 
with near-stock springing. This will suffice 
for the restricted purse, and a short, how-to- 
get-it-done will follow after a few hundred 
well-chosen words on, “Gee, wouldn't it be 
great if...” 

Back in May, R & C featured the Denny 
Larson creation...a reworked Sorrell fiber- 
glass-bodied coupe which turns on something 
fantastic under impetus of a big Chrysler mill. 
The front suspension of this car sort of fasci- 
nated us, and we can see the possibilities. MG 
TD spiral springs are used in conjunction 
with a stock Model A beam axle. Pads are 
welded onto the axle and sockets jut out from 
the tubular frame to receive the top of the 
spring. Denny says that the spring rate is 
wrong and that they are too stiff, but on the 
heavier, longer Mercedeuce we feel that they 
might be just the ticket. 

The front end is no snap. Denny had to 
solve the problem of side-sway and keeping 


it in line ...which he did nobly, but he was 


helped by the fact that a deep-truss tubing 
frame was being used. To adapt this to the 
Mercedeuce will mean building up a mount 


from the box frame and will pose a weight 
problem. However, the gain in spring control 
will surely offset the weight increase... and 
unsprung weight shouldn't suffer. 

Reference to accompanying photos and 
drawings will point up these problems as well 
as illustrate the advantages. Controlling a flex- 
ible leaf spring with a shock absorber is not 
the same as snubbing a spiral type so if soft- 
ness of ride is any part of the consideration 
(and the Mercedeuce should certainly be com- 
fortable as a street machine), we'll use tubular 
adjustable shocks with them. 

With the A-Bone axle, frame-mounted 
sway braces should be used. This can be 
fashioned from abandoned wishbones, per hot 
rod practice, and attached with adjustable tie- 
rod ends for alignment purposes. A side- 
thrust brace, running from a point at the 
bottom of the right spring mount to the left 
side of the axle inboard from the spring perch 
can be made out of a draglink. The ball ends 
make good connectors. 

A dago tube axle, as supplied by Bell Auto 
Parts, and using the early 10-leaf transverse 
spring will go into our limited-finance type 
car. We favor the suicide front mount of the 
roadsters. Doing away with the stock cross- 
members and welding up a new box type 
from sheet stock. In doing it this way, we can 
weld in about 8” in the side rails which, with 
the added length of the perch itself, will gain 
roughly 10” in moving the axle forward. This 
changes the relationship of the front axle to 
the center of gravity considerably, and when 
we gather in the rear by as much, great im- 
provements in weight distribution will have 
been wrought. 


Suggested frame layout in drawing (right) 
shows how boxed channel side rails with 
tubular body formers combine to 
produce a well integrated, sturdy structure 
which forms backbone of car. 
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In an unlimited, sky’s-the-limit arrange- 
ment, we would certainly hold out for full 
torsion bar suspension, building A-Frames like 
the Mercedes and running the bars in the 
chassis frame. But, in the poor man’s model 
with either the dagoed stock axle or the tubu- 
lar dropped type, we rely on the old standby 
Ford Houdaille shocks to assist the 10-leaf 
spring. Incidentally, these shocks can be made 
double acting without going all the way to 
50-50, best suited to competition cars. Any 
ratio, such as 70-30 (jounce to rebound) can 
be specified when having the single action 
stockers reworked. The man that specializes in 
such activities, and admittedly the world’s 
leading expert, is Al Swanson at 1526 Ivar, 
Hollywood, California. His recommendations 
for a fairly solid ride on a street type high 
performance machine run to the use of the 
70-30 setting. 

The other alterations to the frame should 
probably be taken up at this point, although 
there is so much leeway possible that any- 
thing you do would be right if it is handled 
in a workmanlike manner. Just as in The 
Roadster, all we can do is recommend .. . be- 
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cause each builder has his own ideas and his 
own set of special abilities. A good welder, 
for instance, would prefer to run a seam at 
each joint where another mechanic would use 
a bolted assembly, so, these essays should serve 
only to stimulate your thinking and to offer 
incentive to use your ingenuity to improve on 
the methods even. 

The frame center must be removed, of 
course, and replace with an X which can be 
made from “A” side rails. Our plot calls for 
a center-member-firewall combo hacked out of 
aluminum so the stock transmission support is 
valueless. To add strength to the rear section 
which will take the torque from a big mill we 
devise the X. This is being predicated on 
being able to install some sort of swing-axle 
rear end, preferably with a limited-slip differ- 
ential. If the conventional drive line and rear 
axle is used we would merely change the 
kick-up. 

In order to move the rear axle up 10 
inches, chop the frame off at a point about 
where the rear runningboard brace used to 
be and weld on new kick-ups, as detailed in 

(cont.) 








the drawings. This sharply angled rise enables 
us to place the rear seats low enough for 
people who are tall in the saddle... and 
allows the use of a spring perch behind the 
axle. This perch is after hot rod practice fea- 
turing a welded steel overhang coming off 
314” tubing for a rear crossmember. Revers- 
ing the spring hangers is a matter of switch- 
ing the axle housings, left for right, and then 
rotating them. Arch of the '31 “A” spring 
is just right to clear everything nicely and 
the lower hangers help reduce the c/g con- 
siderably. 

Back to that centermember: The lower por- 
tion should be of 44” aluminum running the 
width of the frame and deep enough to take 
the bolt circle on the bellhousing of the en- 
gine of your choice. This plate will be be- 
tween the bellhousing and the transmission 
and serve as a support in place of the stock 
mounts, An angle bracked of 4%” sheet stock 
brought in to the plate from the frame will 
add rigidity. 

Rising from the engine plate will be the 
firewall which can be bolted to the plate and 
attached to the under-cow! roll bar which forms 
the main body member. Light aluminum will 
suffice if provision is made for clutch and 
brake pedal brackets to hang from the steer- 
ing column. If a HydraMatic transmission is 
used, only the brake will be needed, natch, 
and it is suggested that it be placed so that 
left-foot operation is possible. If an early 
transmission is used in conjunction with 


either a flathead or a big mill, retain the floor 











shift, by ali means. Shorten the shift lever, 
but keep it on the floor AND install a hy- 
draulically actuated clutch. Parts from the '54 
Ford work fine, and the extra cost is worth 
the difference in pedal action. 

A number of articles have appeared on 
the subject of LaSalle transmissions for 
Chevys, GMC’s, and the like, so we won't 
go into this phase of the subject. However, 
linkage to convert either floor shift to col- 
umn, or vice-a-versa, is real simple, so don’t 
let anything stand in your way. Our reason- 
ing behind the floor shift in this case is that 
the two bucket seats make it handy... plus 
having driven a sports car for so long that 
it just comes naturally. 

The front engine mounts will naturally de- 
pend on the engine used to power the Merce- 
deuce, but they will be set rather far back 
from the front axle as compared to the pro- 
duction car. Duplicating the stock mounts of 
the engine as closely as possible is advised, 
but in the case of something like-the Plym- 
outh V8 where a second cross member would 
have to be fabricated it is better to weld up 
an extension for the “V” and cushion it with 
sheet rubber at the frame. Buick V8’s sit 
neatly on old Ford “60” mounts which can 
be torched off defunct chassis at wrecking 
yards ... cheap, too. 

Steering is always interesting because it is 
a simple subject with complexities. The sim- 
ple part is that every car has a steering sys- 
tem, so it’s no trouble to find one to attach 
to our now pretty altered frame. But, like 


Front suspension of Denny Lar- 
sen’s competition car (R & C for 
May ’55) would be ideal on the 
Mercedeuce. MG coil springs se- 
cured to pads welded to a Model 
A axle set in sockets buslt into 
the truss frame. Sidesway was 
eliminated by stabilizer bar which 
can be seen just in front of radi- 
ator. Roadster-type radius rods 
provide fore and aft placement of 
the axle plus proper alignment. 


ROD AND CUSTOM, JANUARY, 1956 














rear has been reversed 


Mercedeuce can 


Suggested rearend treatment is to reverse the axle housings on 
the centersection, then rotate them balf-around. This places 

ing ahead of the housings which means a shorter frame, 
simplicity of mounting. As seen from the front in drawing, 
scoop draws air into brake assembly should car be used 

for competitive purposes. Note shock mount near wheel. 


the s 


we always say, if you want to stay off your 
knob, do it right! Doing it right in this case 
is making sure that we have a fairly fast 
ratio coupled with a strong draglink and good 
tie rod. A late column is probably the choice 
of most because of the desire to fit a new 
wheel but this will give us a slow box. This 
remedy is to attach the ‘37 Chevy Standard 
(not Knee Action), pitman arm to the Ford 
gearbox. The splines match and all you have 
to do is knock out the ball and press in the 
Ford fitting to receive the drag link. 

Don’t weld any steering components if you 
can possibly get away without it. If you need 
a longer link, get a longer one. Don’t glue 
two together. These parts are so cheap that 
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Rear of frame is kicked up slightly, bas large 
tube crossmember with spring perch. Since the 
turned over 
putting housing behind spring, frame can be much 
shorter, sturdier than would otherwise be 

possible. Height of kickup will determine final 
ground clearance of Mercedeuce. Construction 

of this type would be in the “dream car” 

category simce a special frame is used, however 
be built om stock '32 Ford rails. 





it's better than wasting the gas...and risk- 
ing your neck. 

This gets us pretty far along on the Merce- 
deuce. The chassis is solid as a rock, we've 
mentally selected an engine (Surprise!), al- 
lowed for the peculiarities of its installation 
(mounts, position of generator, starter, etc.), 
got our steering set up (taking care to clear 
the engine, headers and sway braces, of 
course), adapted the rear spring perch to our 
needs, beefed up the frame at point “X” and 
figured up a center cross member and fire- 
wall. Pretty good for a night's work, hey? 

Join us next month and help put the brakes 
on, the engine in, and fashion that body. @ 
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The pre-’54 DeSoto 
V8 is a fertile field 
for the hop up artist. 
Light and rugged, 

it can be made to 
scream like 

its big brother. 





Special manifold was made oe from * W eiand 


dual four-throat unit. Flat adaptor, under carbu- 
retors, was trimmed to fit, holes bored to align 
with throats of 3 new two-throat carburetors. 


MORE 


iw SEEMS strange to us that some of the 

most interesting engines are the least used 
for conversion purposes. Though to some ex- 
tent based on availability and cost, this over- 
sight is in some cases due purely to lack of 
information. 

A case in point is the Chrysler Corpora- 
tion’s medium-sized bear, the DeSoto V8. 
Here is an engine that would seem almost 
ideal for both hot road machinery and com- 
petition. Weighing in at 625 Ibs., the engine 
pumps 160 to 170 bhp stock and can put out 
as much as 310 bhp without any increase in 
size. An eighth-inch bore job will bring it up 
to 298 cubic inches and allow around 320 
horsepower or more on straight alcohol. De- 
pending on the severity of the cam grind the 
engine can be buzzed as high as 8000 rpm 
without coming unglued. 

ROD & CUSTOM has always had a policy 
of checking into situations like this. Accord- 
ingly we dropped in on Ray Brown, the 
acknowledged leader in the field of Chrysler 
equipment. As it happened, Ray was right in 
the middle of just the conversion we wanted 
—a DeSoto powerplant destined for a drag 
coupe owned by Harry Stevenson of Chicago, 
Ill. For his purpose, it seemed an ideal choice. 
Weighing a good 125 lbs. less than its “big 
brother” the Chrysler, it could churn up 
almost as many horses. Even more important, 
the cost was far less. 
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FIRE FOR THE 


The engine used was a '53 model which 
started life with 276 cubic inches and a 
modest 160 horsepower. After stripping the 
engine down in a total disassembly the block 
was bored Yg of an inch oversize to 3.75 
inches on each cylinder to give a total of 
298 cubic inches. 

The crank, found to be in good shape, was 
left alone except for micro-finishing and a 
complete static and dynamic balancing with 
the new piston assemblies. Ray feels that the 
only really ideal way to gain added compres- 
sion in the hemispherical combustion cham- 
ber design is through the use of compression 
raiser pistons rather than by milling which 
would tend to limit valve size increases. Con- 
sequently the DeSoto was equipped with a 
set of Sanfordized J.E. pistons domed to give 
a CR of 11 to 1, a reasonable ratio in light 
of the fact that the engine is destined for a 
diet of alcohol. To thrive on an alcoholic life 
it needed the tight squeeze. The rods were 
shot peened and polished. Piston skirt to wall 
clearance was .012 of an inch. 


Nothing more needed to be done to the 
block itself except for the installation of a 
set of roller tappets and a Herbert 280-degree, 
low lift cam. The low lift of .375 of an inch 
at the valve was needed in order to keep the 
valves from fighting with the pistons. Making 
up for this is an extremely rapid valve accele- 
ration or opening and closing rate coupled 
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FireDome block is generally similar in layout 
to larger Chrysler, smaller Dodge. Complete 
mill weighs 625 lbs., pumps 160 to 170 bp. 
in stock form, can be boosted to 310 figure. 


FIREDOME 


with the 280° duration. Characteristics of the 
cam are as follows: Intake valve opens at 30 
degrees BTDC and closes 70 degrees ABDC; 


| the exhausts open 70 degrees before bottom 
| dead center and close 30 degrees after top 


dead center. Lift on both intake and exhaust 
valves is the same. 


Ray had a word of caution to those con- 
templating the use of roller tappets and other 
special lifters with Chrysler products. Before 
purchasing the engine a prospective buyer 
should first check the engine number. A 
diamond insignia in conjunction with the 
number indicates that the tappet bores have 
been increased by .008 of an inch. Such a 
condition would rule out the use of special 
lifters without serious and expensive machine 
work. 


Next came the heads. As pointed out ear- 
lier, these were not shaved or milled. Checked 
for warpage and combustion chamber dis- 
placement they were left alone as far as the 
gasket surface was concerned. Valve throats 
were enlarged with a piloted reamer and fin- 
ished with a piloted stone to take the ‘51 to 
"53 Chrysler valves, both intake and exhaust. 
These have a diameter of 11%g for the in- 
takes and 14 for the exhausts as against the 
Ofiginal sizes of 1.75 inches and 1.407 for 
intakes and exhausts respectively. The intake 
valve seats were narrowed to .020 and the 

(cont.) 
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By John Christy 


Photos by Spence 


















Heavy steel main bearing caps are advisable 
for engine built for competitive use. Extra 
price could save a buge repair bill later on. 
Here, all but rear cap have been replaced. 


17 


Intake ports (rectangu- 
lar) bave been cleaned 
out, but not ho 
out. 1/32” was taken 
from each side of each 
port, thus shape of 
the ports is same as 


stock, but 1/16” § 


larger across. 


Here’s where the 
FireDome gets its 
name. This particu- ~ 
lar engine uses ’52 
Chrysler valves 


which are inter- 
changeable with 
stock DeSoto’s after 
porting operation 
outlined sn the text. 


Rocker shafts are 
equipped with special 
R.B. springs to prevent 


rocker float, allowing | 


the engine to rev as 
high as 8000 rpm. 
Rockers are upside down 
in photo since spring 
pressure prevents 
pivoting them around 
unless stands are 
securely bolted to the 
head. Two rockers in 
left foreground rest in 
operating 

position. Spring tension 
exceeds 100 pounds. 
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The clutch used in this engine is a Friction- 
Master model with steel ring (not discernible 
in photo) around outer circumference to pre- 
vent disintegration at extremely high rpm’s. 


exhaust valves were left with a .040-inch 
width and both were given standard 45° 
seat angles. 

For springs, Herbert inner coils were used 
in conjunction with Olds outer springs. All 
spring seats were spot faced with a 14-inch 
hole saw before the springs were installed. 
Exhaust-type retainers were used throughout 
to avoid any chance of conflict with the upper 
ends of the valve guides. Since adjustable 
rockers are not available for the DeSoto, at 
least from the factory as is the case with the 
Chrysler, adjustable push rods were used. Ex- 
haust rockers were shot-peened for strength. 

The valve pockets were cleaned up and 
polished. Exhaust guide bosses were ground 
but the guides themselves were left alone. In 
cleaning up the inlet and outlet ports modera- 
tion was the word. These were enlarged by 
only %6 of an inch in each direction or Ye 
of an inch to a side. A word of caution was 
also mentioned here. When porting the in- 
take passages care must be taken in the area 


~adjacent tothe push rod holes. The metal is 


thin here and though any fall-through is 
easily repaired the repair work is time con- 
suming and messy. 

Ray is particular about carburetion. For 
street use the various special manifolds are 
more than adequate, he feels. Dyno tests on 
engines of this type and purpose, however, 
showed a need for something just a wee bit 


ROD AND CUSTOM, JANUARY, 1956 


Use of special piston is recommended for com- 
pression increase rather than milling of bead. 
The cam is a special 280° Herbert Roller type 
shown with one of Herbert's roller tappets. 





different. A dual manifold doesn’t quite pro- , 
vide enough carburetion and a dual-quad or 
four carburetor layout has a tendency to pro- 
vide too much. The remedy lies in using one 
of the special manifolds and milling the top 
off of it. A % inch plate of aluminum is 
then made and the whole issue is bored for 
three Stromberg 48 carburetors. The plate is 
held to the manifold by a series of counter- 
sunk Allen screws which do not interfere with 
the mounting of the carburetors. An easily 
cut Vellumoid gasket is used as a seal between 
the adaptor plate and the manifold body. 

It was this manifold that was used on the 
engine in question. Three Stromberg 48s were 
mounted after reworking for alcohol. A stand- 
ard Edelbrock alcohol kit was used for this 
conversion, a virtually universal procedure. 
Edelbrock provides these kits at a very nomi- 
nal sum for both alcohol and nitromethane 
use with setups available for all of the com- 
monly used carburetors. 

For ignition the Scintilla Vertex magneto 
is used. Initial setting is six crankshaft de- 
grees and a centrifugal advance provides an 
additional 28 degrees at peak speed. Although 
this particular engine was not given a dyna- 
mometer test, results gained from a very 
similar engine showed 320 brake horsepower 
at just a shade over 6000 rpm on straight 
alcohol. Needless to say that this is a very 


(to page 63) 
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«of Plymouth sedan lovers 
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ent, bu oy Premth of San Francisco 
wanted to rages diferer He liked the conven- 
fence Of the Gal's four doors, its looks and its 
over appeal. 

Since the elder Mr. French is a Dodge- 
Plymouth dealer of some renown in the Bay 
Area, son Leroy naturally chose one of the 
Chrysler Corp.’s products as his starting point. 
Hence the ‘49 Plymouth custom 4-door 
shown here. 

Larry Hoffman was chosen as the bodyman 
to perform the tasks Leroy had in mind, and 
between he and the car owner some new in- 
novations and ideas were quickly conceived. 
Once the plans had been formed, the car was 
rolled into the shop. 

Top chopping was the initial project to be 
undertaken. Now, as anyone will tell you who 
has experienced the rigors of hacking up a 
turret such as this, one of the most time- 
consuming aspects of the whole deal is re- 
aligning the doors when time has come to fit 
everything back together. Imagine, then, the 
hassle of matching up four doors! Undaunted, 
though, Larry worked diligently and soon had 


(cont.) 
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Frenched lights with slightly re- 
cessed bulb units lend length to 
otherwise stubby appearance of 
Plymouth’s front fenders. Grille 
top bar is '49 Olds, center is ’53. 


Olds grille components, frenched 
lights and filled hood gives car 
sense of massiveness, width is sug- 
gested by lowering and removal 
of fore and aft vertical guards. 


1949 Ford taillight lenses were set 
into the rear body panel at right 
angles to their normal position. 
Gravel deflector has been molded 
to body panel beneath deck lid. 


everything as it had fit before. The section re- 
moved from the windshield and door-window 
posts amounted to some 34 inches. 

Other body modifications included the usual 
hole-filling and seam frenching. Deck and 
hood ornament holes, doorhandle holes and 
seams between many adjoining body panels 
went under the torch only to emerge as un- 
broken expanses of metal. In place of the 
conventional outer doorhandles, concealed 


* pushbuttons have been installed which, when 


pressed, activate solenoids within the doors 
themselves. All four of them! 

Rather than retain the stock Plymouth tail- 
lights, ‘49 Ford lense units were positioned in 
the body panel separating the deck from the 
rear fenders. The grille from an Oldsmobile 
was fitted to the Plymouth’s nose and serves 
to lend added width to the car — something 
which the original assembly did not do. 

Further refinements were the frenching of 
the headlights, removal of vertical bumper 
guards, lowering fore and aft and 4 rows of 
louvers punched into the hood to assist in 
venting the engine compartment. 

With work on the body completed, the car 
was delivered to upholsterers Hall and Fann- 
ing who did justice to the car’s interior in the 
form of pleated and rolled, 2-tone Naugahyde 
with contrasting diamond-shaped patterns in 
the seat backs and cushions. 

Thus completed to the satisfaction of every- 
one concerned, French's 4-door is a rolling 
tribute to lovers of sedans everywhere. @ 
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Chopped top of 314 
inches removes 4 
sense of boxiness in 
which these models 
abounded. The hood 
is louvered and covers 
an engine having an 
Edmunds manifold, 
Iskenderian cam, duals. 

































Wind resistance, rolling resistance 


and chassis friction fight your 


engine at all speeds. 


Here are some tips on improving 
performance by reducing... 


Fig. | 
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Graph shows how three types of drag — roll- 
ing resistance, wind resistance, and chassis 
friction —can add up on a typical competi- 
tion hot rod. Air drag is rod’s greatest enemy. 
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DRAG 


By Roger Huntington 


WHEN YOU mash your throttle there 
are three basic factors that go to work 
to determine whether the car is really going 
to move, or just be another “transportation 
machine”: (1) The horsepower and torque 
output of the engine, which determine the 
forward pull; (2) the total weight of the car, 
which is the mass that must be accelerated; 
and (3) the total drag holding the car back. 
This drag is what we want to talk about 
now. It's a more important factor in overall 
performance than you may think. From a 
technical standpoint, cutting drag is just as 
good as adding horsepower to the engine or 
taking weight off the car! They all let you 
go faster and accelerate better. 

The total drag acting on a car in motion — 
which is a backward force that must be over- 
come by engine thrust — is made up of three 
very distinct factors: (1) Wind resistance; (2) 
rolling resistance of the tires; and (3) fric- 
tion in the wheel bearings, axle gears, trans- 
mission, etc. (called “chassis friction”). A 
reduction in any one or all of these factors 
will improve overall performance of any cat. 

Let’s look at each one individually . . . 


WIND RESISTANCE 
Think of the air as a fluid or liquid. If 
you've ever fallen off a surfboard at 40 mph 
you'll know that a fluid can act mighty solid. 
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And imagine the thrust it would take to push 
the Queen Mary at 20 knots through a sea 
of molasses! What's the connection? Only 
that the very same principles apply when 
pushing a car through the body of air that 
surrounds the earth, even though this “fluid” 
is much lighter and the forces are less. You 
have the same excess pressure on the front 
of the body where the air strikes it, the same 
friction between layers of air sliding along 
the sides of the body (called “skin friction”), 
the same reduced pressure area behind the 
body where the air swirls into “eddies”. You 
can’t see air — but you can’t go far wrong in 
your streamlining if you think of it as about 
as thick as vegetable soup! 

Science has learned a great deal about air 
drag in the last twenty years. I don’t want 
to burden you with a lot of their technical 
concepts like drag coefficient, pressure gradi- 
ents, Reynold’s Number, etc.; but let’s see 
what practical, bread-and-butter lessons we 
can learn from all their tedious and expensive 
research. 

In the first place, the basic idea behind 
streamlining design is merely to cause /ess 
disturbance to the mass of air as the body 
passes through it. By far the worst part of 
this area of disturbance is the suction area 
behind the body; this causes a much larger 
proportion of the total air drag than positive 
pressure pressing on the front or skin friction 
on the sides. The suction area should get our 
first attention. Take a regular tire and disc 
wheel rolling in open air. The onrushing air 
will strike the nose of the tire, setting up 
some positive pressure, then flow around it in 
all directions. But when the air flow reaches 
the mid-point of the top of the tire, instead 
of flowing back inward and following the 
contour, it breaks away and tries to go 
straight back. This is because the outward 
momentum of the air is greater than the 
cohesive forces holding the layers of air 
molecules together. When the air flow breaks 
away from any body naturally there is a 
suction area created at this point, and this 
sets up violent swirls and eddies in the air 
mass as it tries to flow back around and fill 
the vacuum. This is what holds you back. 

The science of streamlining attempts to 
fill in this suction area with body “fairing” 
to keep the air flow from reversing into 
swirls. Another possibility is to shape both 
the nose and tail of the body in such a way 
that the air will be directed smoothly around 
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it without any sudden changes of direction; 
this serves both to fill the suction area and 
to reduce pressure drag on the front. In the 
case of the wheel and tire, for instance, you 
could put just a pointed fairing behind it to 
fill the suction area (Fig. 2), and cut total air 
drag in half. They used to do this a lot on 
speed record cars of 20 to 25 years ago, and 
you even saw a modified form of this type 
of fairing on the Belond streamliner at 
Indianapolis this year. A further refinement 
would be to put another rounded-nose fair- 
ing in front of the wheel to reduce nose 
pressure; this should reduce drag another 
60% or so! 


Getting down to brass tacks on modified 
cars... by far your worst enemies on air drag 
are open wheels and erect windshields (on 
open cars). In the case of open wheels, you're 
really beating your head against the wall. 
Even if you put elaborate fairings around the 
wheel and tire the terrific rurbulence in the 
air flow as it’s squeezed between body and 
wheel — plus having to go around the axle 
in the meantime — will still add a lot of drag. 
This has been proved in many wind tunnel 
tests. I recall Frank Lockhart’s Stutz race car 
that turned 198 mph at Daytona in 1928. 
This car had wheels separate from the body, 
but carefully cowled in. It required upwards 
of 400 hp to do 200 mph... whereas Goldie 
Gardner's MG Special with “envelope” body 
went this fast on less than 200 hp. When all 
separate parts of the car are carefully stream- 
lined, but the whole car itself has relatively 
high drag, we call this extra drag “interfer- 
ence drag”, and it's caused by air flow turbu- 
lence flowing between parts. 


I can’t overemphasize this point. On a clean 
open-wheel car, like a Bonneville tank, the 
wheels themselves (plus their interference 
drag) will account for over 90% of the total 
air drag! And there's not a lot you can do 
about it. Various fairings and wheel discs 
don’t help much (though a set of well-made 
fairings done by a good body man could Jook 
beautiful). The old classic-type “clamshell” 
fenders (like on the '32 Ford) help a little, 
but not a lot. The only real answer is the 
modern envelope body. I realize that open 
wheels are awfully nice on a roadster — be- 
ing able to see your front wheels is a big 
help in cornering... but if you really want 
to go on the top end the modern full body 
is it. This applies to sedans and coupes as 
well as open roadsters. 

(cont.) 














Turbulence of an open 
wheel as it passes 
through air can cause 
drag factor equal to, 
say, 100. 





Then there’s that windshield. Any kind of 
erect windshield on an open car, even if 
deeply V'd and slanted back, sets up a huge 
suction area behind it, and can whack 10 or 
15 mph off your top speed just like that. 
Cutting the height of the windshield helps, 
but the best thing you can possibly do is rip 
it off altogether and wear goggles! Too in- 
convenient? Okay ... but you wanted to know 
how to go!! 

And then there are a few minor “frills” in 
this streamlining business. I have never seen 
any tests on how much it helps to cover the 
open side of the cockpit on a roadster, but it 
would be bound to help some. Every ounce 
of drag you can eliminate helps in competi- 
tion. Same deal with fairings over projecting 
chassis components like axles, springs, shocks, 
etc. An underpan will cut the air drag of 
the average car about 5%. This is a must 
for speed competition, too. On the other 
hand, these little detail refinements won't 
help enough at usual road speeds below 110 
mph to bother with. Imagine a guy stripping 
door handles off his car to cut air drag and 
then running open wheels! 

And then there’s one other item — “frontal 
area”. This is the maximum cross-sectional 
area of the complete car as viewed from the 
front, and it has a great influence on the size 
of the suction area behind the car. A street 
roadster might have 18 sq. ft. frontal area, 
compared to nearly 30 for a big Cadillac. 
Reducing this area can reduce air drag. For- 
tunately these tricks we do to lower a car — 
like chopping, channeling, and sectioning — 
also serve to reduce frontal section, and re- 
duce drag. More power to you on this stuff. 
But just don’t try stripping fenders to reduce 
it; this would only increase air drag, even 
though the area would be less. Remember, 
the cleanest car in the world, the Railton- 
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Fairing bebind wheel 
reduces the drag factor 
by one half. Here 


air gradually resumes 
its shape. 


Mobil Special that holds the land speed record 
(394 mph), has as much frontal area as a 
large Cadillac! ~ 


ROLLING RESISTANCE 


When a tire rolls along under load there 
is a certain amount of flexing in the casing 
at the point of road contact where the load 
is supported. Since a tire casing is far from 
being a perfectly elastic body, this flexing 
generates heat and consumes power. You may 
not have realized it, but 14,4 of the cotal 
horsepower required to pull your car at top 
speed is consumed by the tires! And this 
power loss shoots up very rapidly with speed. 
A standard passenger car tire with normal 
load and inflation pressure, if driven continu- 
ously at 100 mph, would fail inside of 50 
miles from heat build-up! 

Now obviously, anything we can do to 
reduce the flexing of the casings will reduce 
rolling drag. Outside of reducing the weight 
of the car, which is not usually possible, there 
are two main possibilities — increase infla- 
tion pressure and/or use a larger tire designed 
for a higher rated load. Both these tricks will 
help, though the pressure business is by far 
the most effective. Raising tire pressure from, 
say, 30 lbs./sq. in. to 50 Ibs. will increase 
top speed of the average modified car 5 mph! 
(Fig. 3 shows some power consumption 
curves.) That's a lot of soup to get free at 
the corner filling station. High pressures also 
generally help high-speed handling and cor- 
nering. Try it sometime. 

Big tires are another good idea, Just be- 
cause your front tires may have to carry only 
500 Ibs. of load each is no sign to go to 13” 
wheels or motorcycle skins. Larger 6.00-7.50 
tire sections on 15, 16, and 17” wheels will 
improve cornering power and traction as well 
as reduce rolling resistance. You can easily 
go too far with this, but I always like good 
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Cowling ahead of 
wheel reduces drag to 
20—80% cut in 
resistance over first 
illustration. 





healthy-sized tires on any hot car. 


Then there are the special tires for racing 
and sports cars. These feature a different type 
of casing construction, better materials, and 
more plies. At a given load, speed, and infla- 
tion pressure your rolling resistance with 
these special tires is only about Aa/f that with 
a regular passenger tire. This will pay off 
plenty in top speed and acceleration — and 
you get an added bonus of much better 
lateral stability for cornering, better traction, 
and probably longer wear. These tires should 
be run at 35 to 65 Ibs. pressure. Right now 
they're still pretty expensive new, but with 
special tires being designed for our high- 
speed passengers cars (like the Chrysler 300), 
it won't be long before you can buy greatly- 
improved high-performance tires at any auto 
accessories store. 


CHASSIS FRICTION 


Every now and then at Bonneville or Day- 
tona Beach you see some guy under his car 
before a run playing a blowtorch on his rear 
axle housing. He’s warming up the lubricant 
to thin it out and reduce friction. This “oil 
drag”, or the torque lost in whipping up the 
lubricant in transmissions and rear ends, can 
easily eat up 10 hp. You can’t eliminate it 
entirely, of course, but it is often practical 
to use a lighter grade lubricant than speci- 
fied — say an SAE 80 grade in place of SAE 
90—and be careful never to over-fill, (In 
fact, some guys deliberately cut the amount 
of lubricant.) For sprint competition like 
Bonneville, where runs are short, you might 
gain a couple of MPH by pre-heating the 
transmission and rear axle lubricant. Top 
speeds of cars in the Mexican Road Race 
will gradually build up 5 to 8 mph as the 
chassis lubricants warm up over the first two 
hours of running! 
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HORSEPOWER CONSUMED BY TIRES 











0 50 
ROAD SPEED, MPH 

Even tire pressure plays an important role. 

Curves on graph show bp consumed by four 

tires at various speeds on a typical modified 

car. (Approximately 3000 lbs. gross weight.) 
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Actually, most chassis friction comes in the 
bearings and gears. There’s not a lot we can 
do about this...but you can certainly keep 
the losses to a minimum by seeing that all 
bearings are maintained in good condition, 
lubricated with the lightest possible lube, and 
all bearing and gear lashes kept adjusted. 

So there are a few basic fundamentals on 
car drag. I said earlier that any reduction in 
drag would help performance in all speed 
ranges. This is theoretically true—but you 
can knock yourself out for nothing. Drag is 
actually a very minor factor in low-speed 
acceleration, up to maybe 70 or 80 mph. 
Your power-to-weight ratio is the big factor 
here. Streamlining or high tire pressures 
won't help your 0-60 mph time hardly enough 
to measure on a stop-watch. We've tried it 
a number of times. So don't kill yourself to 
cut drag if you're primarily interested in low 
and medium-speed acceleration; spend your 
time cutting weight. On the other hand, on 
the faster drag cars getting up over 110 mph 
in the quarter mile, a little streamlining here 
and there can pay off if it doesn’t add too 
much weight. Have you noticed the trend to 
cleaner body lines on the faster dragsters 
these days? And then, of course, when you're 
headed for Bonneville or Daytona, every 
ounce of drag you can cut lets you go just 
that much faster. Weight is of secondary im- 
portance. Taking a door handle off won't put 
your top up 10 mph or anything like that... 
but you might remember that it takes about 
3 hp to pull an open headlight at 150 mph! @ 
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Consider the case of a faculty member and the... 


eackers Pet 


Photos by Spence 


Here is the big, deep- 
breathing Chrysler obv V8 
temporarily installed in the 

1950 Ford chassis during 

the early stages of construc 
tion. The firewall has been — 
cut and recessed immedi- ra 
ately behind the distributor | re 
for proper clearance and ed 
the other necessary altera- alig 
tions described in the text sien 
have been carried out so late 
the engine will sit as far up 
aft as possible for best per- mar 
formance. It has been wisely | stall 
recommended, im switches and 
of this mature, that the aes 
front fenders, inner panels, of 
radiator, etc., be removed rid 
from the chassis to allow illac 
an uncluttered working | mo, 
area. Note that engine car- | wel, 
ries most of its accessories | Noti 
$0 proper space require- | has 
ments can be planned with- twee 
out having to butcher later. the 
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HE CURRENTLY popular fad of replac- 

ing one’s engine with another of greater 
horsepower output (in stock form) has reached 
proportions: not foreseen even a scant two 
years. ago. What with all the late Detroit 
offerings, there are an almost unlimited selec- 
tion of ohv V8 engines available and the wide 
selection of adaptor plates being marketed- by 
speed shops from coast to coast make it pos- 
sible to install nearly any engine into nearly 
any car. As a matter of fact, someone recently 
figured that there are as many as 3,000 pos- 
sible combinations using recent ohv V8 and 
late model cars. Of course, many of the pos- 
sible switches are far from practical — such as 
a Chevy V8 into a Cadillac, say, or a late 
Ford engine into a Lincoln. Thus, it may be 
quickly seen that the field of transplants can 
be narrowed somewhat when one considers 
only those switches which are truly practical. 
Since it is often just as much trouble, and 
just as costly, to install a small ohv V8 into 
a particular car as it is to install a larger mill, 
it is generally worthwhile to use the larger 
of the two engines for maximum perform- 
ance. This, too, somewhat lessens the number 
of suitable switches that can be recommended. 


™~ 





Engine swapper John Ger- 
aghty, whose shop is located 
at 4062 Verdugo Road in 
Eagle Rock, Calif., rework- 
ed this engine as well as 
uniting it with the Ford 
chassis. The dynomometer 
showed an output of 335 
horsepower. Moédifications 
include boring, careful 
alignment of the combus- 
tion chambers to bore size 
(accomplished by reaching 
up through cylinders and 
marking outline on the in- 
stalled heads with a scribe) 
and special triple intake 
manifold. In this photo one 
of the two front mounts 
may be seen, which is the 
front pad from a ’37 Cad- 
illac sandwiched between a 
mounting block and perch 
welded to Ford’s sideraisls. 
Notice good clearance which 
has been maintained be- 
tween the crossmember and 


the pulley. 
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All things considered, there are but four en- 
gines which can be considered really ideal 
for use in but a handful of late model cars. 

In other words, some engines are just not 
suitable and some cars, too, just won't take 
a bigger engine because: of resulting poor 
road performance, etc. Be that as it may, how- 
ever, what has been considered the most ideal 
of all transplants is the installation of Chrys- 
ler’'s big ohv FirePower in a Ford of fairly 
recent manufacture. 

With requests literally pouring into our 
offices for articles and stories concerning en- 
gine switching, we started out to unearth this 
ideal transplant in the process of construction 
so that photos could be taken as the work 
progressed thus giving our readers the un- 
equalled opportunity of having available 
illustrations disclosing the intricacies of the 
switch. Many of the more important steps in 
such a merger are completely hidden from 
sight when the job is completed due to fen- 
ders, braces, etc., obstructing the view. How- 
ever, with the car stripped of such items, the 
photographic advantages are easily realized. 

Fortunately, a call to friend John Geraghty 

(cont.) 
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disclosed the fact that he was just commenc- 
ing the installation of a big FirePower into 
a 1950 Ford 2-door. His shop at 4062 Ver- 
dugo Rd., in Eagle Rock, Calif., is widely 
known as the place to have an engine switch 
performed, so we hurried out there towing 
our trusty camera behind us. 

As was noted above, the car in question 
was a 50 Ford 2-door soon to be fitted with 
a FirePower engine boasting the whopping 
output of 335 horses by the dyno. 

Further questioning brought to light the 
fact that the car’s owner was not the hot 
rodder one would expect, nor was he of the 
type that likes to blow off stick-shift Centurys 
or 88's at every stop sign. No, he was a 
schoolteacher who merely desired a mode of 
transportation a little different from that of 
other faculty members. One might think that 
such a teacher would reign over a mechanics 
class or a machine shop, but as it turn out, 
William Boggess is a drama and speech 
teacher at Temple City High School. 

His Ford was powered by a % x ¥% Merc 
which was anything but slow. One day, with 
his engine in dire need of a tuneup, Boggess 
dropped by Geraghty’s shop and there saw 
the finishing touches being put on another 
engine installation. That did it! Arrangements 
were made, and a few days later the car was 
delivered to the shop. 

The first important step in the switch was 
the complete removal of the Ford’s front 
fenders, inner panels, radiator, etc., so that 
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Car owner Boggess asked that 


stalled, so Geraghty used the 
case from a ‘39 Ford. The 
transmission was actually in- 
stalled after the engine since 
heights and clearances in this 
swap differed from usual pro- 
cedure. To adapt a heavier- 
than-stock driveshaft to the 
earlier gear case, 4a F100 truck 
transmission tailshaft and rear 
mounting plate were adapted. 
Gears in box are 26 tooth 
Zephyrs permitting a longer 
wind through the gears than 
with stock gears. New tunnel 
and trans. cover plate had to 
be fabricated. 


the Merc mill could be easily removed from 
its resting place. Once the outdated flathead 
was out of the way, the installation really 
began in earnest. And, to what will probably 
be the joy of engine swapping enthusiasts the 
world over, this switch was to be done right 
all the way through — not just the reasonably 
simple replacement of the original V8 with 
its distant cousin the half-hemisphered Fire- 
Power. 

Engine, transmission, overdrive unit and 
driveshaft were removed and discarded since 
none of these components were to be replaced. 
In fact, the only unit of the original drive 
train to be retained was the rear end. Desir- 
ing the attributes of a really roadable car 
which would handle properly in accordance 
with the wishes of advocates of “furrin” iron, 
the heavy Chrysler was to be mounted as far 
aft as humanly possible. With some 275 
pounds of deadweight separating the heavier 
ohv V8 from the little flathead, quite a bit 
of juggling would be necessary to have this 
added weight carried totally by the rear 
wheels. If this proved possible, the Ford 
could boast of a better proportioned fore/aft 
weight distribution than even its stock coun- 
terpart. 

Even with the FirePower nudging the fire- 
wall the ideal balance ratio was not possible, 
so the temporarily installed mill was removed 
so that the firewall could undergo a bit of 
torch work. Some five inches were taken out 
of the partition so the engine could sit just 
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a floorshift transmission be in-~ 
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Now that the installation has 
been completed, little remains 
to remind the observer that a 
swap of this magnitude had 
been performed. Clues, of 
course, are the floorshift lever 
— rare in ’5O Fords — and the 
high hump in the center of 
the floor. Naturally, new floor- 
mats had to be made in order 
that trans. bump and higher 
driveshaft tunnel would be 
adequately covered. Other than 
this, the car's interior and ex- 
terior appear to be entirely 
stock. Though owner intends 
to drive car in a normal man- 
ner a run through the quarter 
mile netted 104 mpb. 


that much farther back in the chassis. Though 
jobs of this nature generally end up with a 
butchered firewall, this rewelded and under- 
sealed baffle is as neat today as it was when 
it rolled from the doors at Dearborn — even 
if it isn’t the same shape. 

New flooring was built around the areas 
occupied by the feet of front seat riders to 
compensate for the rearward movement of the 
protective bulkhead. With the engine in place 
again, it was discovered that the desired 
weight distribution was only a few pounds 
away from what Boggess and Geraghty con- 
sidered the ideal ratio. 

With the engine hanging from a chain- 
hoist, it was an easy task to juggle the V8 
around until what appeared to be the proper 
clearance between it and the firewall was 
achieved. Careful measurement determined 
the exact height above ground level for both 
front and rear crankshaft centers. This was 
determined partially through steering location 
since the box and steering column interfered 
with the Chrysler's left hand rocker cover, 
head and exhaust manifold. It might be well 
to add here that the engine was not merely 
bolted to the existing transmission through 
the use of an adaptor plate (in which case 
the transmission would have determined the 
height of the engine). Here was a case of 
fitting the gear box in after the engine was 
installed and altering the transmission mounts 
as needed. 

Even at a position a little higher than the 
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same type of transplant as it might be carried 
out by someone else, the Ford’s tie rod still 
hit the lower portion of the V8’s pan. Some 
engine swapping fans prefer to cut the pan 
to allow for passage of the tie rod, but 
Geraghty prefers to sidetrack this method and 
alter the tie rod instead. In this case a spe- 
cial rod was made which dips 2 inches down- 
ward than had its original counterpart, then 
goes back up on the other side thus giving 
plenty of clearance between it and the oil pan. 

Location of the forward engine mounts was 
carefully determined and perches made of 
sheet steel and welded to the frame rails. 
Driveshaft and U-joint alignment is a critical 
thing so care was taken that a line extended 
between front and rear crankshaft centers 
would match up with the differential pinion 
bearing. A pair of '37 Cadillac front mount- 
ing doughnuts were revamped slightly to 
match the FirePower’s mounting holes, then 
the front of the engine was permanently 
bolted home. 

Desiring a floor shift gearbox instead of 
the columnshift (and to eliminate the need 
of juggling with shift levers as is usually the 
case in such a switch), Geraghty dug up a 
39 Ford transmission which was mounted to 
the engine via an adaptor plate. Substituting 
a later model truck tailshaft in the gear box, 
the distance between the transmission and the 
original rear end was spanned with the drive- 
shaft from a Ford F100 truck. This unit is 

(cont.) 
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Baustlebomb’s Olds and Cad mills 
provide for ren of 151 
mpb, meet’s fastest time. 
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'T RODDERS from all over the U.S.A. 

“streamed into the Middle-Western town 
of Great Bend, Kansas, for the First Annual 
National Championship Drags. Sponsored by 
the National Hot Rod Association, in co- 
operation with the Socony Mobil Oil Com- 
pany, the meet was scheduled to run from 
September 29 through October 2. An un- 
timely rainstorm was responsible for fore- 
shortening the event by one day, however. 

Interest in the meet was evidenced by some 
of the world’s largest corporations. Aside 
from the invaluable cooperation of the pro- 
ducers and distributors of Mobilgas and Mo- 
biloil, there were delegations representing the 
outstanding automobile, auto parts, and ac- 
cessory manufacturers. 

Chrysler Corporation participated in the 
meet through the awarding of new engines 
to the hot rodders turning in the fastest times 
with cars powered with the corresponding 
make. One each Plymouth, DeSoto, Dodge, 
and Chrysler engine was awarded. Chevrolet, 
Mercury and Nash were represented in the 
. same manner, with the eyes of the entire auto- 
motive world ting to see what the lucky 
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rodders who went home with these engines 
will do to boost their performance. 
From a technical standpoint, the meet re- 
vealed one startling fact: if there are any 
leaders in the sport, as there always must be, 
they are not confined to any one specific geo- 
graphical area. Although the cars from Cali- 
fornia did get the majority of winners’ posi- 
tions, both in eliminations, and in the one-way 
record runs, the entrants from all the states 
had their share of outstanding well-con- 
structed cars. Since the final eliminations to 
determine the National Champion were pre- 
vented by rain, the final run-offs will give 
the non-California entries an additional 
chance to show their mettle. November 19 
and 20 will be the date, with the National 
Hot Rod Association Southwest Regional 
Championship Drags at Phoenix, Arizona, be- 
ing the. occasion. Since the 8 cars left from 
the Great Bend eliminations were either from 
Texas or California, Arizona. was selected by 
mutual consent of the remaining contestants. 
May the best man win; whoever he may be, 
wherever he’s from, he’s sure to be a free 
hot rodder! @ 





Dave Marquez’ '32 B Hot Road- 
ster was tops im class, also assum- 
ing honors as best appearing car. 
Body is secured by four wing- 
nuts for quickie removals and re- 
placing. Ardun-Ford mill has fuel 
smjection. Santa Paula, Calif., ma- 
chine is hued with special orange 
paint from a guided missile! 








(Left) Extra engines were brought 
by many crews — with good reason. 
Engine casualty list was 
staggering. 


(Below) Chevy-8 turned 99, was class victor. 
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Chrisman Garage dragster prepares for first 
run of meet as Mayor of Great Bend snips 
tape to begin festivities. Later, Lloyd peers 
into a of strangled gearbox and discovers 
many disconnected molars. Still later, Art and 


Lloyd begin an eight hour engine rebuilding 
bit which enabled the car to return to the 
event for a time of 145.16, second fastest. 
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Centipede-like Model A boasts 4 rear wheels, all driven through an 
unconventional driving system. Powerplant is a hopped up Ford V8 
driving transmission with a floor shift lever. Car was built im 3 days. 


9 MEN, 6 WHEELS and 3 DAYS 


Problem: Transport 9 guys 600 miles in one Model A. 
Result: A real hauling “A”. 
Photos by Spence 
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ALCOM WHITT, of Visalia, Calif., 

wanted to go to Bonneville — and so did 
8 of his friends. None had a car that would 
make the journey, much less haul 9 guys and 
enough camping equipment for two weeks, 
but each had a wide assortment of new and 
used Ford parts. With three days remaining 
before the opening day of the speedfest, all 
pitched in to construct what turned out to be 
one of the oddest looking rods to ever put in 
an appearance at the salt flats. 

Starting with a Model A frame, front half 
of an A pickup body, a floor-shift transmis- 
sion with stock gears and a '47 rear end, the 
parts were hurriedly tossed into what ap- 
peared to onlookers to be a conventional street 
roadster. But when someone walked in with 
another rear end assembly, the hangers-on 
merely shook their heads and strolled away in 
search of some other form of sidewalk su- 
perintending. 

After shortening the driveshaft enough to 
move the rear wheels some 14 inches forward, 
and adding a rear crossmember to align with 
the spring, a second crossmember was added 
to extensions welded to the rear frame horns. 
To this was joined the second rear end, with 
just enough clearance between the pairs of 
wheels to eliminate any possibility of rubbing. 

(cont.) 


Mildly hopped wp flathead suffered peschdiiin 
midway on journey, was disassembled clear to 
the crank for rebuilding. Electrical system 
is 8 volt, 6-volt starter cranked like fury. 


Front differential carries 2 rimg gears, pinion 
shaft extends rearward to drive a conventional 
rear end. Rearends are '47’s, both fitted with 
Model A springs. All tires are 6.00 x 16's. 
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About this time someone took off in the 
direction of a trailer supplier while the re- 
maining 8 buddies attempted to work out a 
satisfactory drive train for the 4 rear wheels. 
There appeared to be two possible methods 
for solving the dilemma—and as it turned 
out, the strangest way was the manner chosen. 

It may be easily seen that if another pinion 
were mounted to engage with the ring gear 
but heading out the rear of the center section, 
the direction of*rotation would be just the 
opposite from that required. To justify this, 
the ring gear in the second rear end could be 
reversed which would cause the 4 wheels to 
rotate in the same direction. In this case, 
though, a second ring gear was installed in the 
front differential ‘and a pinion mounted to 
engage with it. Thus, the pinions of the for- 
ward rear end are not exactly aligned. How- 
ever, this solved the problem for the moment 
and the second rear end was added by merely 
shortening a driveshaft and installing it be- 
tween the pinion shafts with a U-joint to 
allow for flexibility between the pairs of rear 
axle assemblies. 

As soon as the ninth member of the group 
returned from the trailer company with what 
is known to the hauling trade as a fifth wheel, 
the welding torch was broken out once again 
and the swivel-mount added approximately 
midway between the rear ends. This equalized 
weight carried on the rear wheels. 
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6-wheel A drew as much attention at salt , as some of the radically designed ancenliai 
High dual exhausts are to clear trailer of the gases. Crew slept in trailer for two weeks. 


The engine compartment was filled with a 
59A flathead which boasted the usual port and 
relieve job, a mild cam, Edelbrock heads and 
a 3-jug manifold. All six 16-inch wheels were 
fitted with 6.00’s and the car hurriedly sprayed 
the brightest yellow that could be found on 
such short notice. 

With what can now be termed a “tractor” 
being thus completed, someone managed to 
borrow a nearly-new all-aluminum 2500 Ib. 
trailer which was immediately filled with 2 
drums of gasoline, 30 gallons of something- 
or-other to drink, enough food and camping 
equipment for the nine diehards — and a road 
map spanning the area between Visalia and 
Wendover. 

With a pilot and copilot at the helm, and 
with the remaining 7 members of the crew 
singing at the top of their lungs, the one-cat 
caravan headed for the seventh annual speed 
meet in grand style. 

We won't mention the complete engine 
overhaul which became necessary about mid- 
way on the trip, nor will we say anything 
about the time the transmission had to be re- 
placed somewhere in the Nevada desert, nor 
the time 8 of the group had to push while 
the ninth valiantly ground the A up a particu- 
larly steep hill in low gear. Instead, we'll say 
that this bunch of spectators probably had 
more fun than anyone on the salt. 


Yankee ingenuity at its best! @ 
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Cool and 
roomy, 
it’s an.. 


ARTIALLY THROUGH the efforts of 

R & C, Yuma, Arizona, has come to be 
recognized as the Dune Bug capital of the 
world. Travelers have been known to veer 
many miles off their course to journey through 
Yuma with the hopes of being treated to the 
sight of hordes of these short-coupled hybrids 
scurrying over the nearby sand hills. Actu- 

“ally, Yuma has much more to offer the auto 

enthusiast. Take, for instance, this neat °38 
Ford 2-door built by Gary Dubach. 

For reasons unknown to us, the sturdy little 
‘38 is not often used as bait for either cus- 
tomizing or rodding. While it may lack the 
full appeat of the more popular '40, it does 
resemble its later counterpart when viewed 
from many angles. In fact, from the cowl 
tearward the '38 utilizes the same body shell 
as the models tagged with the '40 title. 
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Photos by Spence 


Gary built his car over a long period of 
4 years during which time his transportation 
was an everyday ‘50 Olds running a reworked 
engine. When the refrigerator white 2-door 
was at last completed, Gary cleverly removed 
the engine from the Olds, placed it in the 
‘38, then outfitted the Olds with a second- 
hand engine scrounged from a wrecking yard. 
The Olds then went on the block and was 
sold forthwith. 

All the modifications boasted by the Ford 
were performed by the owner with the excep- 
tion of the upholstery and the paint job. The 
20-year-old Gary had had no previous experi- 
ence with body work, but since he has been 
working to be a welder by trade, and with 
several years of welding experience to his 
credit, it didn’t take him long to get the hang 
of a hammer and dolly. (cont.) 
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80 louvers, punched symmetrically into 
hood top, assist in venting engine 
compartment. Additional louvers in hood 
side panel serve to continue design 

line of the stock vents. 


Interior boasts '40 dash, wheel and shift 
lever. Naugahyde upholstery is red and white 
with grey floormat. Expanse of white 
headliner has been broken up by the addition 


of red trim strips. 


8.20 x 15 rear tires, with 6.40's up front, 
contribute to car's rake. Exhaust exits beneath 
running boards ahead of rear fenders; 

drag runs call for removal of plugs under 
front fenders. 
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The already uncluttered lines of the ’38 
Ford have been enhanced by removal 

of doorbandles and hood trim. 

Engine is ’50 Olds bored out 

to 3%", .080" milled from 

heads, bas quad carb. 


The color white is known to have certain 
heat-reflecting qualities, so it didn’t take much 
figuring when it came time to choose a color. 
Yuma, you may have heard, is one of the 
hottest places on earth. 

Now that the 2-door has reached comple- 
tion, Gary finds that spare time hangs heavy 
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with him. At present, he is trying to decide 
whether to build a street roadster, a dragster, 
a Dune Bug or to customize one of Detroit's 
latest offerings. But rest assured that when 
whatever it is stands completed, it will bear 
the same mark of quality workmanship as 
does the Arizona Icebox. @ 





Exploring the versatility of a $14.95 


welding machine. 


SHOP 
REPORT 


a2? 


Photos by Spence 


LANCING THROUGH a number of past 

issues of R & C brought to light the fact 
that nearly 90% of the How-to-do-its covered 
require either welding or brazing during some 
phase of the operation. This applies not only 
to modifications or alterations performed by 
the home customizer but to engine enthusiasts 
and fans interested only in keeping their cars 
in top shape, as well. Because of this, a goodly 
share of our incoming mail requests informa- 
tion on how or where an inexpensive welder 
may be purchased, borrowed or rented. Natu- 
tally, it is not expected, for a simple hole- 
filling project, that the fan run out and plunk 
down anywhere from $100 to $300 for a 
welding setup which will only be used on 
occasion. Some cities have rental agencies 
where the necessary expensive equipment may 
be obtained at a certain fee per day, but this 
helps little the suburban dweller or the person 
who lives, say, 50 miles from the nearest 
blacksmith or metal shop. 

Concerned with the problem of obtaining a 
welding unit for occasional use — but desiring 
to have one on hand at all times rather than 
having to rent a unit—we put ourselves in 
the position of the reader and leafed through 
the pages of ROD & CUSTOM checking ad- 
vertisements in the hopes someone would have 
such a device for sale. And we found one — 
ordered the unit as any reader could — and sat 
back to wait for delivery. The price? Just 
$14.95 —a small enough investment for a 
complete outfit which would always be at hand 
for immediate use should the need arise. 

A few days later the postman arrived with 
a box, the contents of which were destined to 
play an important role in the modifications 
currently being carried on to our truck. 
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The Four-Way Welder Co., of 1810 S. 
Federal Street, Chicago 16, Illinois, manufac- 
tures a compact, portable, universal welding 
machine which gets its name through its abil- 
ity to weld, cut, braze and solder — each factor 
being a prerequisite for the builder intent on 
the construction of his own car be it a rod 
or a custom. 

Concerned with the successful use of the 
welder without special instructions from our 
supplier, outside advice or the necessity of 
purchasing extra parts or material, we were 
determined to set the unit up and learn to 
work it satisfactorily using only the contents 
of the carton as received in the mail. 

The best bet, when attempting to familiar- 
ize oneself with such a product, is to read 
then reread the instructions and to check care- 
fully the parts list before attempting to un- 
pack the components. In this manner, the item 
and its functions may be understood without 
having to resort to hit or miss guesswork 
which, in many cases, could lead to severe 
damage to the item and even to the operator. 

Most important to the home enthusiast is 
the fact that one need not know the intricacies 
of either gas or arc welding before using thé 
Four-Way Welder. It could be said that the 
unit operates through a combination of both 
methods so knowledge of either could almost 
be described as a detriment rather than an aid. 
This is a machine for the novice who, through 
practice, can become as adept at welding, cut- 
ting, brazing and soldering as a professional 
using much more expensive equipment. 

The delivered box contains all the necessary 
parts and the materials for long use of the 
machine. Included are the welding unit itself, 

(cont.) 
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Here’s what you get for $14.95. All parts and materials for welding, cutting, brazing an 
soldering accompany the purchase. As delivered, the unit is all set to plug in ready for work. 
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The twin carbon torch attachment works like a 
pair of pliers. Squeeze the handles and the 
carbons separate. Arc is started by touching 
carbons, separating them by 14” creates flame. 





Closeup of holder bushing. Carbons are affixed 
by passing through large hole, tightening the 
set screw. Smaller welding rod is placed in 
small hole. Holders may be used as a pair or 
singly depending upon the type of work to be 
performed. Metal up to 14” thick can be welded. 
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input cable and plug, combination twin carbon 
and single metallic arc welding electrode hold- 
er, welding and ground cables, on/off foot 
switch, assorted welding and brazing rods, 
goggles, flux, carbons, fuses, ground clamp 
and operating and welding instructions. An 
impressive list, to be sure. An accompanying 
photograph shows a layout of the parts and 
materials as they were unpacked from the car- 
ton. Close inspection of the components re- 
vealed the manufacturer's use of quality mate- 
rials and care of design and assembly. In 
short, nothing was lacking in the way of work- 
manship as is often the case when dealing 
with a product whose price seems extremely 
low in comparison to similar products. 

There is little setting up required before 
the welder can be put to use. In fact, by 
merely familiarizing ourselves with the parts, 
then plugging the unit into a wall socket, we 
were all set to start operations. It's that simple. 

First, though, a few wofds on the electrical 
supply system needed before the machine can 
be put into operation. The welder will operate 
from any properly wired 110 to 120 volt, AC 
or D C single phase line. (Used almost uni- 
versally throughout the U. S. for house wiring, 
however it would be a good idea for subur- 
banites to check with their local power com- 
pany.) The branch or circuit line from which 
the welder is to be operated should be at least 
#10 wire protected with a 30-amp fuse. (Two 
such fuses accompany each welder.) 

Briefly mentioned earlier is the combination 
arc/gas type of welding possible. Actually, 
what happens here is that an arc-flame is han- 
dled as though it were a gas flame. This is 
how it works: Two carbons are pushed 
through holes in the bushings at the ends of 
the holder, and are retained by set screws. 










An arc is produced by pressing foot switch, 
moving carbons apart slightly. Flame reaches 
11,000°, enough for all types of torch work. 
Unit handy where heat is needed occasionally. 


ROD AND CUSTOM, JANUARY, 1956 



















Like the action of a pair of pliers, squeezing 
the handles will move the carbons apart, just 
the opposite will move them toward each 
other. Plugged into the wall outlet, the welder 
is ready to use and a push of the foot on the 
floor-positioned switch will activate the welder. 
The carbons are brought together and an arc 
occurs, move the carbons apart about 44-inch 
and the arc increases in intensity. Thus, a 
11,000° flame is obtained and you're ready to 
weld, cut, heat, braze, solder or whatever the 
job at hand requires. 

The instructions included with the unit 
warn emphatically that the welding unit not 
be touched during, or immediately after, use 
of the machine since it heats up considerably. 
Too, the wires and connections should not be 
handled nor should the operator stand on a 
wet surface when using-the welder. 

Ordinary arc welding is also possible with 
the Four-Way Welder. Removal of the pivot 


_screw between the handles of the twin carbon 


torch attachment will result in two single 
holders. The provided ground clamp is placed 
in the bushing of one holder, the other fitted 
with a length of arc welding rod which accom- 
panies the unit. Pressing the foot switch again 
activates the machingand arc welding is pos- 


~ 





Twin carbon arrangement is useful for welding (left) or for cutting steel stock. When weld- 
ing, flame is played like that of gas welder while welding rod is fed in by opposite band. 


sible. In this manner, metallic arc welding, 
brazing, soldering and cutting may be carried 
out. With one of the carbons inserted into a 
single holder, and the other grounding the 
work to the machine, the resulting arc, when 
the carbon is placed within 4-inch of the 
work, is sufficient to allow cutting of sheet 
steel, plate or similar material. 


Rather than delve into the various methods 
of welding, brazing, etc., possible with the 
Four-Way Welder — since the accompanying 
booklet thoroughly describes each and every 
operation with unusual clarity — suffice it to 
say we were extremely happy with the ver- 
satiliry of the inexpensive machine. Inciden- 
tally, the company also makes available addi- 
tional supplies of rod, flux, gloves, masks, and 
so forth, though as it is delivered the machine 
is complete and ready for work. 


Being capable of permanently uniting all 
types of ferrous and non-ferrous materials up 
to 3/16 and even 4-inch in thickness, it is 
conceivable that a large share of the necessary 
welding needed for the construction of, say, a 
home-built rod or custom car can be provided 
by this machine. And for just $14.95 — well, 
you just can’t beat it. @ 





Ordinary arc welding calls for Separation of two holders of the twin carbon attachment. 


Ground clam 


is affixed to work, thus it is grounded to the machine, while rod is placed 


in other bolder and used like any arc welder. All types of ferrous and non-ferrous metals 
may be gas-type or arc-type welded with this machine. As it comes, unit is ready for use. 
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AS MIGHT be expected, custom car shops 

are usually well stocked with friends of 
the owners and workers who drop by to 
“worketh a deal” whereby their 1923 Whip- 
pet four door sedan is to be converted into 
an Americanized Ferrari Mondial complete 
with Tee-Vee and snack bar. All this with a 
“for a friend” sized price tag, yet! The pros- 
pect of stylizing the sow’s ear without being 
about to withdraw the silken purse will quick- 
ly chill many a warm friendship. In sharp 
contrast to this is the frustrating experience 
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A FRIEND 


of the body man’s buddy who drops by with 
one of the new low-hung high-powers that 
sets the customizer’s hands itching only to 
find that ol’ pal likes it the way it is. 

Ray Charbonneau and Neil Emory, of 
Valley Custom, have been coffee-drinking and 
doughnut-dunking buddies for years, and 
when Ray showed up in a "53 Stude hard- 
top, Neil began to lick his lips in anticipa- 
tion. All this to no avail, ‘cause Charbonneau 
wasn't having any, despite the arm twisting. 

(cont.) 
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Elimination of doorbandles meant use of electrically operated latches. After removal of the 
outer handles, holes were filled by welding in metal patch, grinding area smooth. Tinsnips ... 


Strange are the ways of fate, and months 
later the front of the Stude-banger got a 
clobbering. Valley Custom jumped to the fore 
and Ray, with resistance weakened, gave the 
go-ahead for Neil to rework the damaged 
area with free rein to change it as he wished. 
The stylists quickly went to work on paper 
and with chalk on the floor, finally evolving 
the present design. 

Damaged areas of the Studie’s beak were 
cut away and the grillework removed. A new 
latch mechanism was built for the hood and 
braces provided for support. Quarter-inch steel 
rods were formed around a jig to assure con- 
stant arch and cut to appropriate lengths. The 
bars were tacked in place equi-distant from 
each other along a rod framework suspended 
in the perimeter of the grille opening. 

As the work progressed, Ray’s enthusiasm 
mounted and he displayed his own talents, 
doing much of the fitting and alignment 
himself. 

Rings of the 44” rod were made, then 
bent to match the concavity of the fitted bars. 

(continued on page 65) 


Restyling the grille integrally with lights meant headlamp removal. Here outling of new 
opening is contoured with steel rod. Gaps were filled with metal, lower fender contour changed. 
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... cut bole for pushbutton made from Ford glove compartment lock — available from Valley 
Custom. Chrome hides button, but the tip is accessible through trim. Presto — door opens. 
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Lower frame, built from stock, is retained by clamps on back side. Owner Charbonneau smooths 


grille made of 4%" and ¥%" rod. Grille the frame were then chromed before final assembly. 
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By Peter Millar 


This month we find our friend Arin confronted with a foul running engine. Just before 
he pulled it apart to determine the cause, someone warned him that it may not be the erigine’s 
fault. Forewarned is forearmed, they say, so Arin herewith gives us a few hints on plugs. 





If the electrodes are running off and you've 


If the porcelain around the electrodes is a 
chocolate brown, then you know you're pretty 
close to the correct mixture. 


TANS 
wah 








Oil on a plug could 
mean a number of 
things. It might 
mean a broken ring, 
a broken piston or 
the skirt may be 
broken. More’n 
likely, though, you'll 
find that your rings 
aren't holding oil 

— however, the plug 
could be too cold 
and not firing 
properly. 










splattered metal on the side of the plug, then 
you can assume you're using too hot a plug. 
Try a colder range. 





If the plug is wet with unburned fuel, then 
it’s too cold—try the next botter range. 
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If you're not satisfied with the running con- 
dition of your machine, it might be a good 
idea to take a look at the plugs before you 
tear the mill apart. Surprisingly enough, they 
can tell quite a story. 





A chalky white porcelain or one pitted with 
black dots means your mixture is too lean. 
You can fix this by going bigger on the fuel 
jets to pass more fuel through and cut down 


the air. 
. : 
( iN 
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A simple way to recognize the varieties of plugs available is to notice the porcelain length. 
The longer the porcelain, the hotter the plug. 








Here’s a cutaway sketch of a plug, illustrating 
the hidden parts, as well as the names of the 
various outer sections. 
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But, if your mixture is too rich, the plugs 
will be sooty black — but don’t confuse this 
condition with a plug that has been blackened 
by oil. You can tell the difference by rubbin 
the plug on your hand. If it leaves a blac 
smudge, you know the mixture’s too rich. 
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WASHINGTON 


IRST STOP for “48” this month is the 

State of Washington where we've come 
across just about the lowest thing on wheels 
this side of Bonneville. This 4’2” Ford of 
1940 vintage illustrates the workmanship of 
Paul McGill who hails from Aberdeen. 

Overall height of the metallic blue con- 
vertible was achieved by installing a dropped 
axle up front and by straightening the rear 
crossmember to drop the aft end of the chassis 
a full 4 inches. The body was then channeled 
6% inches over the already lowered frame. 
Topping off the height reducing procedure 
was the removal of 5 inches of material from 
the windshield posts. Though the resulting 
ground clearance is but 444 inches, riding 
qualities have apparently not been hampered. 

To compensate for the severe channel job, 
the rear fenders were raised on the body as 
far as possible. Lower edges of the fenders 
were trimmed off to even them with the lower 
edge of the body. The front fenders remain in 
their stock relative position but, once again, 
the lower edges were trimmed away. Thus, 
the hood had to be sectioned the same as the 
measurement of the channel job. 

Taillights of the Aberdeen custom are Pon- 
tiac, rear bumper is 50 Plymouth, front bump- 
er is from a ’46 Ford. All exterior ornamenta- 
tion, with the exception of the doorhandles 
— oddly enough — has been discarded and the 
holes filled, the seams molded. Headlights are 
frenched —a difficult job on a "40 —and the 
distances between the body and bumpers have 
been spanned with special gravel deflectors. 

Inner design was left up to Holcomb of 
Aberdeen who skilfully executed a combina- 
tion of blue and white Fabrilite to match the 
car’s interior with that of its fabulous exterior. @ 
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CONNECTICUT 


HOUGH ALL of the work on this ‘53 

Ford convertible was performed in Cali- 
fornia, we're giving Connecticut the credit 
since car owner Fred Evaristo came out to this 
far western State for the express purpose of 
having the modifications performed! Though 
he is living temporarily in Van Nuys — and 
though the custom carries Calif. plates — Fred 
still calls Stamford his home and will prob- 
ably have returned there by the time this 
sees print. 

Modifications started at C & T Automotive 
where the engine was the first part of the car 
to undergo a change. Bore and stroke are now 
3%6 x 4% respectively. Of course, the usual 
porting and relieve jobs were carried out, dual 
carburetion added and all the accessories with- 
in reach went to the platers for chroming. 

For the exterior, Ralph’s Body Shop was 
selected to louver the hood, remove the outer 
handles and install electric latches, french 
the headlights and fill the exposed holes. 

Liking the Continental type of spare, but 
not wanting it to appear as though it were 
added to the car as an afterthought, Fred saw 
to it that the fenders were extended rearward 
to “frame” the exposed wheel. Lengthening 
amounted to 614 inches accomplished by 
torching off the back half of each fender, 
adding pieces of sheet metal to make up the 
length requirement, then rewelding the tips 
of the units back in place. 

Dummy airscoops were cut into the rear 
fenders just ahead of each wheel. As a final 
and fitting touch — and with the thought in 
mind to outdo, once and for all, advocates of 
the current striping craze — Fred had his club 
emblem painted on the spare cover — with 
eyes that light as the brakes are applied!! @ 
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O THOSE readers who may feel that the 

Mercedeuce (page 11) is too much, con- 
sider this nifty little 2-door owned by Bill 
Burnham who calls Oakland, Calif., his home 
though he formerly lived in Peoria, Illinois. 

Even though Peoria was not noted for its 
great selection of street machines, Bill, by 
the time he was old enough to raise a Mexi- 
can speed wrench (hammer — Ed), knew that 
someday he had to have himself an eyestop- 
per. After a stretch in the Navy, during which 
time he visited California and managed to 
come out on the short end of several “car 
deals”, he unearthed this sedan and had it 
dragged into his yard. 

“Oh, no, not again!” Enter the wife. How- 
ever, once Bill convinced her that an outlay 
of only $34.00 had purchased what there 
was of the Deuce, she was satisfied that the 
economic loss was worth it. Fast talkers, these 
hot rodders! 
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The newly delivered Deuce had little to 
offer. The fenders were smashed, the seats 
were gone and there was a gigantic dent where 
the spare tire used to sit. However, as Bill 
says, after it was bent back to shape, things 
began looking up. A new interior of light 
blue was installed and a Naugahyde cover 
made to cover the center portion of the top. 
To match the interior, the entire undercar- 
tiage of the Deuce was painted blue with all 
exposed suspension parts being chrome plated. 

The 2-door, as it sits today, features the 
hydraulic brakes from a °41 Ford, a 234” 
dropped axle, 4.11 rear end gears and 5.50 
front rubber with 7.00’s aft. 

The engine is a 248 inch Ford with H & C 
cam, 9 to 1 Offenhauser heads and a Weiand 
dual intake manifold. 





Particularly outstanding are the Deuce’s 
handmade bumpers, solid hood panels and 
the Fiberglass-lined engine compartment to 
cut noise to a minimum. 


As a final touch, Bill had Oakland's striper 
Tommy the Greek run a thin, blue line 
around the 2-door’s belt molding just be- 
neath the windows. 

Though Bill claims he is real modest, he 
relates a drag strip time of 90 mph which 
he says is not really too good. Sounds good 
to “us! 

More rewarding were the trophies which 
the street sedan brought home from the 
National Roadster Show, held each year in 
Oakland. 


Long live Henry's 1932 model! @ 


of Bs 
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East challenges West for an 
all-out superiority contest 


DUNE BUGS 
FROM THE 


(CONFRONTED WITH 1800 acres of deep 

sand, some of it piled as high as 300 feet, 
the hot rodders of Northern Michigan were 
quick to discover that cars could be built to 
traverse these dunes. By placing as much 
weight aft as possible, experimentation re- 
vealed, and by using extra-wide tires deflated 
to 12 lbs. pressure, the lightweight cars would 
roll easily over a surface that had previously 
been an obstacle automotive-wise. 

Reader Carl Brandel, responsible for the 
cars shown here, writes that the dunes were 
first tackled by an automobile built especially 
for the purpose some 16 years ago. Due to the 
popularity of dune-riding, it wasn’t long be- 
fore several advocates of the unusual con- 
structed cars and at this time as many as 25 
have been built. So confident are the Michigan 
dune riders, that they have challenged their 
counterparts in Yuma, Arizona (R & C for 
October '54 and August '55), to a contest on 
the sandhills of Southeastern California in 
the near future. And this we won't want to 
miss. @ 





Dune scooter, engineless and featuring two in 
@ row seating, is towed to top of steep dune, 
allowed to roll to the bottom. Tricky coaster 
usually spills riders before reaching base. 
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Legally registered as a “Flying Saucer, Dune 
Bug”, Carl Brandel’s car features rear engine 
drive, two seats up front for roller coaster 
effect while negotiating steep sided dunes. 





-. 
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Underinflated, over-sized tires prevent car's 
sinking in sand. Unlike dunes of Southeastern 
Calif., Michigan sand hills are bordered by 
water. Looks like slip could mean a dunking... 





... but driver and passenger manage to keep 
feet dry. Dunes occupy 1800 acres, are located 
some 40 miles up coast from Muskegon. Anx- 
ious spectators are charged 25¢ for a wild ride. 
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MORE LETTERS 


(continued) 
BUILDING A HARDTOP 


I'd like to make a hardtop out of my ‘49 
Chevrolet convertible. If this is possible, what 
turret top would require the least work for 
proper installation? 

Robert Eppler Dayton, Ohio 
© Either Chevrolet or Pontiac hardtop turret 
tops through 1952 will work, but be prepared 
for more work than you probably anticipate. 


WINDSHIELD QUERY 


I'm interested in making a ‘sports rod’ out 
of a Hillman Minx chassis. I'd like to have a 
wraparound windshield on the plastic body 
but haven't yet found one that will come near 
to fitting. Can you help? 
Mel Melton 
@ Plexiglass is your best bet, Mel. A wooden 
form must be made to the contour you desire 
for your windshield, then a sheet of Plexiglass 
heated and molded around the form. Past 
issues of R & C have carried stories on shap- 
ing plastic. 


Ellerson, Virginia 


(cont. page 62) 





REPAIR SHOPS 


EXPERTS 



























$1.00 DEPOSIT WITH C.0.D. ORDERS 


$1? 


CUSTOM FANS 
AMATEURS 


De-Chrome with 


“HOL-FIL‘’ 


The new mechanical 

“Do-it-Yourself” method 
No expensive equipment required 
The brass “HOL-FIL" is installed 
from the outside after hole is 
countersunk, locking it in place, 
allowing excess material to be 
ground or filed flush with orig- 
inal surface. No heat, no dis- 
tortion of metal, no removing 
upholstery. Kit includes reamer 
and 50 plugs with full direc- 
tions $5.95 pp. Plugs available 
for %" or %” round clip holes. 
Please specify number each 
size desired. Satisfaction guar- 
anteed. 





BRANDON AUTOMOTIVE INDUSTRIES 
wm AVE ANSIN a AN 


NEW YOR 
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{ 
“POOR SAM, HIS WIFE WOULDN'T LET HIM GO TO BONNEVILLE THIS YEAR!” 
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CAMPBELL AND THE BLUEBIRD 


W ater speed record attempt ends in sinking, but the recovered boat may 


yet top 202 mph. 


HE MIDDLE of October marked Donald 
Campbell’s first attempt to better his own 
water speed record which had been set in 
England last July. With the mark presently 
standing at 202.34 mph, Campbell had hoped 
to raise this by more than the 1% increase 


needed to make the run official. Due to an 
unprecedented series of mishaps which de- 
layed necessary tests on the boat, Campbell 
knew that his attempt on the 16th would 
probably not surpass the mark. However (and 
due to the request of television officials who 
were trying to record the run “live” at a 
predetermined hour), Campbell took to Lake 
Mead with all the 4,000 Ibs. thrust of his jet 
engine pushing him. His first run past J. Otto 
Crocker’s clocks netted a speed of slightly 
over 147 mph. As per regulations, the return 
run would have to be made within an hour 


‘though Campbell himself said a trial was 


ridiculous in view of the relative slow speed 
of his first leg. To the joy of the press and 
newsreel men (to say nothing of the tele- 
vision crews) Campbell cranked back down 
the lake for a speed of 162—truly an impres- 
sive sight what with the gigantic roostertail 
flowing out behind accompanied by the ban- 
shee-like wail of the powerplant. 

Crocker fixed the mean speed at 155 mph, 
far short of the goal but fast enough to satisfy 
all of those present who had never before wit- 
nessed such a spectacle. 

Then, as all the newsmen and officials 
rushed back to Las Vegas’ plush Sahara Hotel 
(responsible for bringing the trial run to 
Lake Mead), the world’s fastest boat sank 
ignominiously in 30 feet of water. 

Undaunted, Campbell promised he would 
not leave the country until his record had 
been surpassed — and if he doesn’t hurry, per- 
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haps someone else will do it for him. How- 
ever, by the time this reaches print he will 
again have made a try. 

The point is this. Though the thrust of his 
jet engine was not pushed to its maximum 
during the record run at England’s Lake Ulls- 
water, the “Bluebird II” nonetheless took the 
then present mark away from Slo-Mo by some 
25 mph. Were someone to apply this method 
of propulsion to a car, chances are the present 
Land Speed Record would similarly fall. Time 
alone will tell the outcome and effect on speed 
enthusiasts of the jet propelled craft, and 
though propeller-driven boat fans are looking 
askance at the unorthodox craft, most feel 
that the screw will never again hold any 
straightaway boat records. Spectator-musician 
Guy Lombardo took valuable air time to de- 
sctibe plans for his own jet boat. 

Who'll be first with a record jet car? @ 


Host to “Bluebird II”, Campbell and bis 
6-man crew, was the plush Las Vegas hotel, 
the Sahara. Undaunted by the misfortunes 
which beset him, Campbell promised to 

stay right here until bis present record had 
been bettered on Lake Mead. If this is done, 
chances are the title Fastest Boat in 

the World” will not return to a propeller- 
driven craft since technicians think more than 
200 mph on water is impossible with a 

craft powered through conventional methods. 


The world’s fastest boat at speed throws 

an impressive tail of water behind it as it tries 
to better its own record of 202.34 mpb. 

First leg of the attempt, though, was but 147 
since Campbell did not wish to push 

the Bluebird II to its limit over the rough 
waters of Lake Mead. Later, while being towed 
to its mooring site, the $71,000 boat 

sank, was recovered 8 hours later. 
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CHEVROLET V-8 


valve covers 


Chrome plated for a lasting, lustrous finish... 
deep-finned for efficient heat dissipation. Cuts 
valve-train noise. Diecast of the finest material, 
with the ultimate in design and manufacturing 
techniques. Order your set today, $24.50 a pair. 


WIL-CAP 
COMPANY 






10215 S. San Pedro St. 
Los Angeles 3, Calif. 
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WHOLESALE CATALOG 


SEND 25¢ FOR 
WHOLESALE 1956 
SURPRISE CATALOG 


HONEST CHARLEY SPEED SHOP 
BOX RC 1904 
CHATTANOOGA, TENN. 








STILL MORE LETTERS 
(continued) 
WORDS FROM AFRICA... 

You will, no doubt, be surprised to receive 
a letter from as far away as South Africa. 
I know that I’m not only speaking for myself 
but for a good many other enthusiasts in this 
part of the world. 

Since last year I've been able to buy R & C 
here and sometimes have made a 35-mile trip 
to Johannesburg to make sure I don’t miss 
an issue. 

At present I'm customizing a ‘51 Pontiac 
and have added fishtails to the rear fenders, 
lowered the car 4 inches, altered the grille 
and given it a good lacquer paint job. 

Both customizing and hot rodding have 
picked up in this country like wildfire but 
the fellows realize that the Americans are 
the only people to set us on the right track. 
I'd like very much to correspond with a 
reader from your country who is interested 
in customizing. 

Keep up your good work, I know R & C 
has the interest of many fans who see cars 
in the same light that I do. 

J. Marnewick 65 Kruger Avenue, 
Uereeniging, Transvaal, 
Union of South Africa 


-- AND ALASKA 

Just saw a letter in your April '55 issue by 
another girl. It seems that few of us are inter- 
ested in hot rodding, but at least some are! 

I've been a steady reader of yours for over 
a year. I don’t have a car of my own yet, but 
hope to in the near future. In the meantime I 
content myself by drawing pictures of customs. 

Here’s hoping girl hot rodders keep in- 
creasing. 
Peggy Snow Juneau, Alaska 
HOOD SPRINGS 

Since I had the hood of my car insulated 
to keep engine noise at a minimum I've had 
trouble keeping the hood up. The excess 
weight is too much, I guess, for the springs. 
Are there any other springs available that I 
can use to solve this? 
Keylon Jackson El Dorado, Arkansas 
© Sorry, but we're certain that no other 
springs will fit. Suggestion: Either shorten 
your springs about an inch or add a bracket 
to the lower mounting plate which will allow 
you to fasten the spring further from its stock 
position. 
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FIRE FOR FIREDOME = (cont.) 


respectable figure for the size of the engine 
involved and it is not out of line to expect 
that similar power-figures could be shown by 
the engine discussed above. 

All this pressure is delivered to a stock 
Dodge truck flywheel which will fit the De- 
Soto crank flange without alteration. This is 
equipped with a 10-inch Friction Master 
clutch delivering 2600 pounds pressure to a 
hot-bonded disc. This particular clutch is 
equipped with a steel ring around the cast 
iron plate to prevent it from flying apart un- 
der the rugged stress of dragging, an event 
that could have disastrous and possibly fatal 


consequences. Since the engine is slated for a. 


much modified Ford coupe it was equipped 
with one of Ray’s adaptor plates as shown in 
the accompanying illustrations. 

Admittedly the above engine has its limita- 
tions since it is an alcohol burner and is de- 
signed for competition only. With only minor 
deviations from the outlined procedure, how 
ever, it could have been a red hot street 
machine fully capable of digesting a diet of 
pump gas. 

In this case, the overbore and block treat- 
ment would be essentially the same with a few 
minor (and less costly) exceptions. First, in- 
stead of the special pistons a set of '55 stock 
DeSoto buckets could be used. Instead of 
using the low lift cam, another Herbert cam 
with a slower valve lift rate and a higher 
lift but with the same duration could be sub- 
stituted. The bore increase alone would be 
sufficient for a 7.5 to 1 compression ratio and 
by milling .080 of an inch CR would be in 
the neighborhood of 8.5 to 1, more than 
sufficient for street use. If one wanted to get 
teally fearless a Weiand four carburetor mani- 
fold could be used instead of the reworked 
three jugger. For normal street use, however, 
the two carburetor set-up or a single quad- 
throat unit would pack plenty of steam for 
the purpose. If the four carburetor manifold 
is used it is recommended that the standard 
accelerator pump jets be swapped for the #71 
pump jets designed for the Ford Sixty. 

The gas class machine can’t be expected to 
put out the horsepower of the alky or nitro 
burner but it should pump approximately 
240 to 250 bhp at about 5200 to 5400 rpm, 
Ray feels. 

Remember when 240 horsepower on fuel 
was considered fantastic? Progress is progress 
and this is just the beginning — it took 20 
years to develop the flathead! @ 
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BUICK OWNERS !! 


Make your ’50-’53 Straten Eight 
sound like the big V-8's 
PL UAL ‘AUST, SPLIT 
MANIFOLD KITS WITH MELLOW- 
TONE M LERS $79.50 exchg. 


1719 N Street, 
Lincoln, Nebr. 















THE Roadster plans 
3 giant views suitable for framing 
chassis details + parts list 
henning & ritch 
box 38533 
hollywood 38, 4 
california : 
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$14.75 


~ 
\ ah , 


m" 
# 


oo 


Complete with 
e are er of 1001 uses. Easily operated from 


* properly wirea 110 volt AC or DC 
fine. The ideal gift with a lifelong 
use....Order today on 10 day money 


‘ FOUR-WAY WELDER COMPANY 
1810 S. Federal St., Chicage 16, Il!., Dept. F-59-N 


WHOLESALE DISTRIBUTORS 

Send for America’s Mest Compre- 
hensive Cataleg. Fully INustrated 
with Prices. 


SPEED: POWER: SAFETY Equipment 
p BUY AT CALIFORNIA PRICES 












OIRECT FACTORY OISTRis¥TORS 
jy MIDWEST RACING EQUIPMENT 


139078 Miles Ave., Cleveland 5, Ohio 
WYoming 1-5977 WYeming 1-4900 
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JACKET EMBLEMS 
y You'll be proud to wear — multi- 
colored emblems and decals of 
nearly every sport are now avail- 
able Made of wool felt screened 
in assorted colors. 


50: 







































ORDER BY 
NUMBER 


THE MASCOT OF THE RACE DRIVERS 


4” Felt Emblems $ .25 
7” Felt Emblems 50 
10” Felt Emblems 1.00 
T-Shirts (specify size) 1.50 


Also available in the same size decals at the same 
prices. Specify when ordering. 


¢ SPOT ENTERPRISES 


P.O. Box 66—Culver City 6, California 










CUSTOM DESIGNED FOR YOUR CLUB 
HEAVY ALUMINUM OR BRASS CASTINGS. 


SOME MODELS WITHOUT PATTERN CHARGE. 
MANY STOCK DESIGNS. 
FREE LITERATURE. 
























QUES IN THE NATION 


STEEL AND ENAMEL FOR COLOR AND VISIBILITY. 


STATEMENT REQUIRED BY THE ACT OF AUGUST 24, 

12, AS AMENDED BY THE ACTS *, a 3, 1933, 
Y 2, 1946 (Title 39, United tates Code, Sec- 
SHOWING — OWNERSHIP. MANAGEMENT 
AND CIRCULATION 0 


ROD & CUSTOM M a published monthly at Los 
Angeles, California for September, 1955. 

1. The names and addresses of the publisher, edi- 
tor, and business manager are: 

Publisher — R. E. Petersen, 5959 Hollywood Bivd., 
Los Angeles 28, Calif. 

Editor — Spencer Murray, 5959 Hollywood Bivd., Los 
Angeles 28, 

usiness Manager — T. A. Johnson, 5959 Hollywood 
Bivd., Los Angeles 28, Calif. 

2. The owner is: (If owned by a corporation, its 
name and address must be stated and also immedi- 
sey thereunder the names and addresses of stock- 
holders owning or holding 1 percent or more of total 
amount of stock. If not owned by a corporation, the 
names and addresses of the individual owners must 
be given. If owned by a partnership or other unincor- 
porated firm, its name and address, as well as that of 
each individual member, must be given.) 

QUINN PUBLICATIONS, 5959 Hollywood Bivd., Los 
Angeles 28, Calif.; R. E. Petersen, 5959 Hollywood 
Bivd., Los Angeles 8, Calif. 
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soeury holders owning or holding 1 percent or more 
of total amount of bonds, mortgages, or other securi- 
ties are: (if there are none, so state.) 

None. 

4. Paragraphs 2 and 3 include, in cases where the 
stockholder or security holder appears upon the books 
of the company as trustee or in any other fiduciary 
relation, the name of the person or corporation for 
whom such trustee is acting; also the statements in 
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and belief as to the circumstances and conditions 
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do not appear upon the books of the company as 
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SEND 25c TODAY 


For complete catalog on Emblems, 
Jackets, Decals, Plaques, Novelties 
— including information on how to 
start your Club. 


STYLIZED EMBLEM CO. 


1331 Q-No. Western 
Los Angeles 27, Calif. 
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"FAVOR FOR A FRIEND (con:.) 


The rings were tacked lightly into position 
in the radius formed where the scoop sweeps 
up into the headlights. Once correct align- 
ment and position were assured, short sections 
of grille rod were welded in for support. 
Much hand filing was necessary at this point 
for flawless appearance. 

The flared fender that shades out over the 
front bumper corners was cut away and flat 
strips of metal inserted to join the upper 
fender smoothly to the lower scoop. Con- 
forming to the scoop side of this new form, 
an edging was carefully made to cover the 
places where the vertical grille bars were 
welded to the framework. Another edging 
fits the lower edge of the hood front. Tying 
the two together beneath the headlights are 
two jewelry-perfect sections made of rod with 
sheet metal covering. Chevrolet parking lights 
were slipped into tubes which were cut at 
an angle and form a shade complimentary to 
the headlight covers. Tabs at the rear of the 
tubing allow it to be bolted to the inner 
fender structure and protrude through the 
grille rings. 

Under pressure from Neil and others of 
the Valley Custom gang, Ray began to con- 
sider other modifications, resulting in the 
rounding of the hood’s rear corners as well 
as those at the front of the decklid. Door 
handles and locks, trunk hardware and all 
emblems were banished and the holes plug- 
ged and smoothed. Electric latches were 
tucked into the doors and under the trunk 
cover. Ray worked on the rigging of cables 
and wiring, and constructed a pair of lock- 
able door buttons from Ford glove compart- 
ment catches. For location of the door open- 
ets, the chrome molding below the quarter 
windows was removed and a hole snipped to 
accommodate the switch. Care was important 
to avoid contact with the window mechanism. 
A hole in the molding allows just the tip of 
the button to protrude unobtrusively. 

The work completed and matchless black 
lacquer paint applied to the body, Ray re- 
lates many humorous incidents which oc- 
curred. Several know-it-alls explain to com- 
panions, “Yep! That's the new model . . . Read 
about it in the magazines!” To those who do 
fecognize that the grillework is special, Ray 
Offers small satisfaction. After a query as to 
where he could buy one just like it, another 
Studebaker owner accepted Ray’s stock an- 
swer and rushed off to the nearest accessory 
store with $12.95 in his hot little hands. 
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Despite the intricacy of the many pieces 
involved in the new bug catcher, it maintains 
an ageless purity of line and form, defying 
the current trend toward massive components. 
The appearance of the car is so vastly im- 
proved that there can be no doubt that when 
Valley Custom does a favor for a friend, it's 
also a favor for his car. @ 
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OHU'S 


WE'VE GOT THE NEWEST, CLEAN- 
EST, LOW-MILEAGE POWER- 
HOUSES IN THE COUNTRY. '49-'56 
ENGINES — ALMOST ALL MODELS, 
MANY INCLUDING TRANSMIS- 
SIONS. CHANGE OVER THIS WIN- 
TER — A GOOD USED O.H.V. CAN 
REPLACE YOUR LOW POWER, OB- 
SOLETE ENGINE. WE MAIL ORDER 
COMPLETE ENGINES ANYWHERE. 
FULL LINE OF ADAPTORS, SPECIAL 
FLYWHEELS, CLUTCHES, ETC. 





Custom Installations 
Made in our Los Angeles shops by 
appointment — loaner cars, of course. 
Drive-in-drive-out. Complete engines 
and transmission exchanges. 


SHOP AROUND, WHEN READY 
WRITE US YOUR NEEDS. 
In addition to a large stock of O.H.V. 


engines we carry a complete line of 
good used power and speed equipment. 


Speed and 
S Muffier Shop 
GR. 7-8283 
11726 — RC-5 Wilshire Blvd., 
L.A. 25, Calif. 
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N° MATTER how much rake you give 

that coupe it still won't be going down- 
hill. It seems to be a current fad, particularly 
among the drive-in set, to see how closely a 
car can be made to resemble Farmer Brown's 
tractor. The end result is that it (the car) 
goes just about as fast and uses just about 
as much gas (as the tractor). 

"Couple of years ago it was just the other 
way ‘round. The top dog at the local drive-in 
(you name the locality) was the guy who had 
his hip pockets closest to the ground. If he 
could scrape his tailpipes on a match stick 
he was in but solid. If you didn’t have a set 
of six-inch shackles or four-inch blocks — 
well, that was all, brother. 

On Sundays all hands gathered at the drag 
strip apparently to see how many times a 
reat spring would wrap around an axle. We 
say apparently because it was obvious that 
speed wasn’t the objective. "Guy would pull 
up to the line and wait for the flag to drop 
... Flag would drop, foot would go through 
the firewall. Car just sat while the axle wound 
up the rear springs like an eight day clock. 
About the time it would take for Landy to 
get into the trap the car would charge off 
the line scraping everything off up to the 
trunk latch. Elapsed time, about a minute and 
twenty seconds. 
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CHRISTY'S CORNER 





















Now it's different. Our boy has traded off 
his tail-dragger for a coupe. Now he comes 
into the drive-in with the seat of his pants 
six feet in the air and casters under the bot- 
tom tank of the radiator to keep it off the 
ground — well, almost. And they still can’t 
get off the dime. 


The point being driven at here is that 
extremes of anything just won't get the job 
done. The original idea of using larger tires 
on the back end of a car was-to get enough 
rubber on the ground to keep from breaking 
traction — just so much and no more. The 
more horsepower developed the more the 
traction needed. But, it can be carried too far. 
A tire is a weighty item and it takes a certain 
amount of beans to turn it. The heavier it 
is the more it takes. A careful study of the 
uses of rubber on race cars will point up the 
clue: use the smallest tire you can possibly 
get away with and still maintain traction. It’s 
much the same idea as shaving a flywheel. 
One uses an 18-lb. flywheel to cut down drag 
on the driveline. There’s not much sense in 
cutting a flywheel and then just adding twice 
as much weight a few feet further aft. 

Another point is the change in effective 
gear ratio. Depending on whether you want 
top speed or acceleration you'll want to gear 
slightly above or slightly below normal “all- 
purpose” gearing. Gearing “up” is the prin- 
ciple behind overdrives but it can be carried 
too far as Chevrolet has found out. Without | 
a complete Corvette kit the OD equipped | 
Chev will mot even peak out! The stock en- | 
gine just doesn’t pack enough suds to pull the 
gear. The same thing goes for tire sizes. A 
huge back tire can actually raise effective gear 
ratio as much as a switch to the next higher 
available gear set. Now you see why Nose- 
Down Charlie doesn’t get anywhere at the 
drags. He’s raised his gearing so high that 
he can’t get off the dime and he’s compounded 
this error by adding a tremendous amount of 
rotating weight. Then he wonders why the 
kid in the stocker leaves him at the light | 
every time. 

All this is by way of pointing out that 
these modifications have a definite place but 
only if used in some moderation. All the 
extremes will get you is laughs. @ 
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“ALL NEW EDITION” 


1906 


HOT ROD 


ANNUAL 


over 100 
DIFFERENT 
WAYS TO 


“HOT ROD YOUR CAR” 


... EVERY AMERICAN 
CAR HAS BEEN 
INCLUDED IN THIS 
EDITION... 


... JAM PACKED 
WITH PRACTICAL 
IDEAS ON HOW TO 
MAKE YOUR CAR 
PERFORM BETTER 
AND GO FASTER. 








ON NEWSSTANDS NOW! 


OR SEND 85<¢ TO: TREND, INC., 5959 HOLLYWOOD BLVD., LOS ANGELES 28, CALIF 





TURN YOUR 
HOBBY INTO 
A CAREER! 


Get America’s Big-time, Big-future 


AUTO MECHANICS 


g@ DIESEL 
couRSsE 


at Home in Your Spare Time! 


Los Angeles’ National Schools. America's automotive Tech- 


nical Trade School since 1905, now brings its famous 
resident Shops and Faculty direct to you at home - 
pare you to earn more money, with job security, in today's 
fast-moving, opportunity-filled Auto Mechanics Industry! 
Get your home training from the “Car Capital of The 
World” — America’s most auto- . 
minded city, center of Hot Rod a 

and Sports Car activity! Mail | yf.’ 

the coupon below right now! vid eas 

HERE’S THE GOOD WORD ON OUR “SHOP-METHOD” HOME 
TRAINING ! You master all phases, including Diesel! Every 
step fully explained. All lessons fully illustrated. Latest 
equipment and techniques. You complete your training in 
short time age and previous experience no obstacle! 


EARN WHILE YOU LEARN! You can start Spare Time Earn- 


ings in Auto Mechanics soon 
after enrollment. Many stu- 
dents pay for their training 
and more this way 

THIS SET OF LIFETIME TOOLS— 
YOURS plus all-metal tool box, 
and other equipment. All part 

of your course, yours to keep. 4 


Send for FREE FACT- 


oor BOOK AND SAMPLE 


to pre- 


YOU RECEIVE FRIENDLY GUIDANCE both as student and 
graduate. Our graduate department is always at your serv- 
ice to help you with personal and technical problems. We 
give you free Job Placement Service, too! 

ATTENTION MEN OF DRAFT AGE. Many students have 
achieved higher rating, prestige, service branch they want, 
and higher pay due to this training. Mail coupon at once. 

APPROVED FOR G.!. TRAINING 
Both Home Study & Resident Courses Offered 


NATIONAL SCHOOLS 


LOS ANGELES 37, California - CHICAGO: 323 West Polk St. 
IN CANADA: 811 West Hastings Street, Vancouver, 8. C. 


L NOW TO OFFICE NEAREST YOU! 
mail in envelope or paste on postal card) 


NATIONAL SCHOOLS, Dept. DIV-16 
4000 5. FIGUEROA STREET 323 WEST POLK STREET 
LOS ANGELES 37, CALIF. CHICAGO 7, ILLINOIS 
Send FREE Auto-Mechanics Book and Sample Lesson 
No obligation, no salesman will call. 


NAME 


_ 
co 


~BIRTHDAY 


ADDRESS 


CITY ZONE STATE 
© Check if interested ONLY in Resident Training at Los Angeles 
VETERANS: Give Date of Discharge 


hate meneumensnebeti 











